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RATE INFORMATION 


The McCormick office near you maintains large tariff 
files which are constantly kept up to date. We are only 
too glad to have shippers avail themselves of this rate 
information service. No matter whether you are in- 
terested in a point served by McCormick vessels or not, 
we are glad to give you the rate information you need. 
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New Mexico offers 
great possibilities. 
Here are found de- 
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bituminous coal, 
gypsum and marble. 

There are fine for- 
ests of pine and other 
woods. 

The soil produces 
grass for grazing, and 
fine crops of cereals, 
——— and fruits. 

tock raising is car- 
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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





MOTOR TRANSPORT ° 


HERE have been many comments (not for publica- 

tion) on our editorial in this column of March 26 as 
to the importance of motor transport compared with rail 
transport. Most of them, from whatever source, agree 
with the thesis that more freight is transported by truck 
than most estimates indicate. Our figures were not of- 
fered as authoritative, or even accurate, and we have al- 
ready corrected them (see Traffic World, April 2, page 
740), a mathematical calculation gone wrong having indi- 
cated that the trucks carried 82 per cent as much freight 
as the railroads, whereas, the correct result should have 
been given as 57 per cent. ‘We are willing to assume that 
there is room for still farther adjustment in calculation 
or theory and that, perhaps, 25 per cent would be more 
nearly correct than 57 per cent. But we contend that 
the picture is still one of more competition from trucks 
in the carrying of the commerce of the country than is 
generally portrayed or appreciated. :, 

This, of course, is not extremely important in the 
establishment of principles of regulation or taxation, but 
it does, to the extent that it is true, dispose of arguments 
of opponents of regulation of motor vehicles that the 
matter is of little consequence because of the relatively 
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small amount of freight handled by the motor trucks, and 
the lukewarmness of some railroad officials in insisting 
on equalization of regulation and proper payment by the 
motor vehicles for the use of highways, because they think 
this competition is inconsequential. 

Here is another way of considering the matter, sub- 
mitted by one of our industrial traffic manager subscrib- 
ers, who does not wish his name used: 

Railroad revenue ton miles carried in 1930—383,787,569,000. 

Taxes paid, 1930—$353,000,000.00. 

Maintenance of way—$713,000,000.00. 

Total taxes and maintenance of way—$1,066,000,000.00. 

Divided by the 383 billion ton miles, this gives 0.280 cents 
a ton mile revenue freight for taxes and maintenance of way. 

This should be compared with the best available figure on 
the taxes paid by a truck “per ton per mile.” Take the state of 
Illinois, with its 3 cents a gallon gasoline tax. A ten ton truck 
gets around three miles a gallon, or one cent a mile, or one 
mill, or 0.100 cents a ton mile if loaded fully with ten tons of 
freight at all times. However, let’s assume that 7% tons is 
more nearly right, in which event the figure would be 0.133 
cents a ton mile. Use 100 miles a day, or 36,000 miles a year, as 
the mileage operation of the truck at 7% tons load at all times, 
which gives 2,700,000 ton miles. License fee is $250.00 or 0.093 
cents a ton mile license fee, which makes a total of 0.226 cents 
a ton mile taxes on a ten ton truck, as against maintenance 
of way and taxes on the railroad of 0.280 cents a ton mile. The 
personal property taxes must be added, which are practically an 
unknown quantity. Perhaps you can work out some more exact 
figures along this same line which might indicate that, perhaps, 
the truck is at least partially paying its way for the use of 
the highway. The total revenue a ton mile received by the 
railroads in 1930 was 1.063 cents. 

We may say in this connection that we are not dis- 
puting the fact that “the truck is at least partially pay- 
ing for the use of the highway.” Of course it is doing so. 
But we do not know, and nobody else knows, whether it 
is paying too much or too little and there is no estab- 
lished, uniform principle by which it is compelled to pay. 
We hold that this principle should be carefully worked 
out by expert, unbiased study and then applied through 
uniform legislation. We have our own ideas as to what 
the principle should be, of course, but we are as much at 
sea as anyone else as to what the results would show as 
to whether the motor vehicles as a whole are now paying 
enough, too much, or not enough. We think such con- 
sideration should precede legislation. 

The matter of regulation of motor vehicles engaged 
in commercial transportation is a little different. Re- 
gardless of the matter of “taxation,” we do not see how 
there can be any question in an unbiased and logical mind 
of the proposition that all forms of transport should be 


treated alike in this respect. That shippers do not de- 
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mand it is no more important than that railroads want 
it; neither is it important that operators of motor trans- 
port and manufacturers of automobiles do not want it. 
What is right is right and should be established regard- 
less of selfish interests and without thought as to whom 
it would help or hurt. 

But there is a good deal of loose talk not based on 
facts, even along these lines. It is pretty generally felt 
that motor transport operators do not want regulation. 
This is not true at all of bus operators and only partly 
of truck operators. Many of the latter, especially the 
larger ones, desire regulation for their own protection 
from “fly-by-nighters” and what they regard as the good 
of the business. Nor is it altogether true of shippers. 
Through their national organization, the National In- 
dustrial Traffic League, they are opposing truck regula- 
tion and the League’s spokesmen are prominent and force- 
ful; but the League does not even pretend to represent 
all shippers, and many of them favor truck regulation. 
A glance through our report in last week’s Traffic World 
of the week’s hearings before the Senate committee on 
proposed interstate regulation of motor trucks will con- 
firm this statement. W. H. Chandler, manager of the 
traffic bureau of the Merchants’ Association of New York 
and prominent in the councils of the National Industrial 
Traffic League, and others opposed the proposed legisla- 
tion, but it was favored by representatives of the Na- 
tional Builders’ Supply Association of the U. S.; F. E. 
Paulson, vice-president of the Lehigh Portland Cement 
Company, appearing on behalf of the Portland cement 
industry; M. P. Bauman, of Jersey City, an industrial 
traffic manager appearing for some twenty industries; 
James Bale, secretary of the Grand Rapids Plaster Com- 
pany ; the Taxpayers’ League, of New Jersey; and the Mis- 
souri Farmers’ Association. That is not a long list, to be 
sure, but it is chosen at random and is sufficient to illus- 
trate the point that none has a right to say that “ship- 
pers” oppose truck regulation (though we have been some- 
what guilty in that respect ourselves) any more than 
one has the right to say that motor vehicle operators are 
opposed to it. Sentiment is mixed, as is natural, because 
of the absence of fundamental facts on which to base 
opinions, and because of the varying ways in which trans- 
portation methods affect this or that industry or locality. 


1932 EYES FOR I. C. C. 
(By Thomas F. Woodlock, in The Wall Street Journal) 


In approving the unification of the New York Central lines 
Some two or more years ago, the Interstate Commerce Com- 
mission required the New York Central to purchase certain 
short lines at their “commercial” value. This “value” was to 
be determined either by agreement or by arbitration, and in 
either case was to be subject to approval by the Commission. 
Among these short lines was the Boyne City, Gaylord & Alpena 
Railroad. 

This road is about 91 miles long, running east and west 
across the upper part of the Michigan southern peninsula. It 
is an inferior structure measured, as the Commission finds, 
even by short line or branch line standards,” and is in poor 
repair. It owns eight locomotives and 41 other rolling stock 
units, most of it “classified in scrap condition,” and its car 
equipment “is not used in interchange service.” “Heavy ex- 


Penditures will be needed to put the property in condition for 
the movement of New York Central trains.” 


Traffic on the 
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road has “not been in profitable volume and population and 
business in the territory seem to be declining.” Furthermore, 
the Michigan Central itself is said to have an operating ratio 
of 200 per cent on that part of its lines in this general district. 
The road is paralleled from end to end by gravel and concrete 
highways. Timber was once the main traffic source, but the 
remaining supply is characterized as “negligible.” 

Its western terminus is at Boyne City on Lake Michigan. 
Some seven miles east of this it connects at Boyne Falls with 
the Pennsylvania, and 17 miles further east at Gaylord with the 
Michigan Central. Thence it runs east to Alpena, where it con- 
nects with the Detroit & Mackinac. These are its only con- 
nections. Excluding all charges for interest, the operating 
deficits for the three years from 1928 to 1930 were, respectively 
$14,151, $21,737 and $43,326. In 1930 there were exceptional non- 
recurring expenditures (for valuation) of $26,089. But in all 
the three years maintenance was clearly “skimped” in con- 
siderable degree. 

The Commission’s report finds that east of Boyne Falls— 
that is, on some 84 miles or 92 per cent of the line—there is 
not enough traffic to pay expenses. Between Boyne City and 
Boyne Falls there was in 1930 apparently business enough to 
show an operating profit sufficient to sustain that part of the 
investment, even operated as an independent road, with the rest 
of the line abandoned, but in view of the slump since 1930 it 
concludes that this is not now the case. [If all the line east of 
Boyne Falls were scrapped, the Central would have no inter- 
change with the Alpena line. Without this connection the latter 
would have no “feeder” value to the former. Therefore the 
Commission finds that “having regard to existing business con- 
ditions as affecting the present investment value of railroad 
properties our conclusion from the whole record is that by 
partial scrapping of the property and sale of the remainder 
for continued operation, the Alpena could now reasonably expect 
to realize about $225,000 for its property, disposing of it other- 
wise than by sale to the Central pursuant to these proceedings.” 

Thus far no defect in the Commission’s reasoning is ap- 
parent. It finds that about seven and a half miles (Boyne City 
to Boyne Falls) has an operating value which with scrap value 
for the remaining 84 miles total some $225,000, and this seems 
reasonable enough. But it is not clear why New York Central 
should be forced now to take the property at this price, predi- 
cated upon scrapping its connection with that property—nor for 
that matter at any price. And here the dissenting Commis- 
sioners Mahaffie (writer of the opinion), Eastman, Brainerd 
and Lee go to the heart of the matter when they say: 

We held in the unification case that the property should be con- 
tinued in operation. Perhaps the record then before us justified the 
finding. But much has happened since that record was completed. 
We have now a more complete record. It shows that the property 
as a whole has outlived its usefulness; that very little public incon- 
venience would be caused by the abandonment of much of it; that 
it cannot survive as an independent operation; and that, considered 
in its entirety, it must inevitably prove a burden to any carrier 
attempting to operate it as part of a larger system. We are charged 
with a duty to maintain an adequate national transportation system. 
Dayton-Goose Creek case, 263 U. S. 456. We do not help to maintain 
such a system by saddling on an existing carrier a substantially 
defunct property requiring not only initial expenditures to acquire 
but constant operating losses thereafter. As I see it, we should on 
the present record find that the acquisition by the Central will not 
be in the public interest. 

“But much has happened since that record was completed.” 
Much indeed And therein lies the necessity upon which this 
writer has insisted, and still insists, of recognizing what has 
happened, of looking at it with an entirely fresh eye and of 
realizing that we are facing entirely new conditions in the 
railroad industry, which call for new methods and new policies 
both in management and in regulation. That which is past, 
that which lies behind 1930, has no necessary relevance to that 
which is here and that which is ahead. It-is of prime impor- 
tance that all concerned shall see that clearly and act accord- 
ingly; if not, we shall stolidly drift to the disaster of govern- 
ment ownership. The real test of railroad regulation is at 
hand here, now. The case above discussed is not in itself 
of great importance, but the principle involved is, and the 
minority opinion shows wherein that importance lies. Can we 
not wake up? 


RAILROAD EARNINGS 


Class I railroads of the United States for the first two 
months of 1932 had a net railway operating income of $33,- 
739,170, which was at the annual rate of return of 1.08 per cent 
on their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics. In the first 
two months of 1931 their net railway operating income was 
$62,054,969 or 1.98 per cent on their property investment, ac- 
cording to the bureau’s statement, which continues: 

Property investment is the value of road and equipment as 
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shown by the books of the railways, including materials, supplies and 
cash. The net railway operating income is what is left after the 
payment of operating expenses, taxes and equipment rentals but 
before interest and other fixed charges are paid. 

This compilation as to earnings for the first two months of 1932 
is based on reports from 167 Class I railroads representing a total 
of 242,157 miles. 

Gross operating revenues for the first two months of 1932 totaled 
$542,586,806, compared with $702,711,738 for the same period in 1931, 
or a decrease of 22.8 per cent. Operating expenses for the first two 
months of 1932 amounted to $440,621,008, compared with $566,256,466 
for the same period one year ago, or a decrease of 22.2 per cent. 

Class I railroads in the first two months of 1932 paid $49,081,521 
in taxes, compared with $53,552,166 for the same period in 1931, a 
decrease of 8.3 per cent. For the month of February alone, the tax 
bill of the Class I railroads amounted to $24,668,715, a decrease of 
$1,959,622 under February the previous year. 

Seventy-six Class I railroads operated at a loss in the first two 
months of 1932, of which twenty-four were in the eastern, fifteen 
in the southern, and thirty-seven in the western district. 

Class I railroads for the month of February had a net railway 
operating income of $22,042,614, which, for that month, was at the 
annual rate of return of 1.35 per cent on their property investment. 
In February, 1931, their net railway operating income was $27,714,532, 
or 1.69 per cent. 7 

Gross operating revenues for the month of February amounted to 
$267,272,286, compared with $336,726,909 in February, 1931, a decrease 
of 20.6 per cent. Operating expenses in February totaled $211,109,274 
——— with $272,142,372 in the same month in 1931, a decrease of 

.4 per cent. 


Eastern District 


Class I railroads in the eastern district for the first two months 
in 1932 had a net railway operating income of $28,808,077, which 
was at the annual rate of return of 1.98 per cent on their property 
investment. For the same period in 1931, their net railway operating 
income was $35,793,681, or 2.47 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the eastern 
district for the first two months in 1932 totaled $283,069,045, a de- 
crease of 20.6 per cent below the corresponding period the year 
before, while operating expenses totaled $221,438,745, a decrease of 
22.6 per cent under the same period in 1931. 

Class I railroads in the eastern district for the month of Febru- 
ary had a net railway operating income of $16,989,289, compared with 
$16,142,485 in February, 1931. 


Southern District 


Class I railroads in the southern district for the first two months 
of 1932 had a net railway operating income of $3,477,830, which was at 
the annual rate of return of 0.65 per cent on their property investment. 
For the same period in 1931, their net railway operating income 
amounted to $6,458,817, which was at the annual rate of returrn 
of 1.20 per cent. Gross operating revenues of the Class I railroads 
in the southern district for the first two months in 1932 amounted 
to $69,479,733, a decrease of 24.7 per cent under the same period in 
1931, —" operating expenses totaled $58,195,809, a decrease of 24.1 
per cen 

Class I railroads in the southern district for the month of Feb- 
ruary had a net railway operating income of $2,736,202, compared 
with $3,083,744 in February, 1931. 


Western District 


_ _Class I railroads in the western district for the first two months 
in 1932 had a net railway operating income of $1,453,463, which was 
at the annual rate of return of 0.13 per cent on their property in- 
vestment. For the same two months in 1931, the railroads in that 
district had a net railway operating income of $19,802,471, which 
was at the annual rate of return of 1.73 _ cent on their property 
investment. Gross operating revenues of the Class I railroads in the 
western district for the two months’ period this year amounted to 
$190,038,028, a decrease of 25.2 per cent under the same period in 
1931, while operating expenses totaled $160,986,454, a decrease of 20.9 
per cent compared with the same period in 1931. 

For the month of February alone, the net railway operating 
income of the Class I railroads in the western district amounted to 
$2,317,128. The net railway operating income of the same roads in 
February, 1931, totaled $8,488,303. 


CLASS I RAILROADS—UNITED STATES 
Month of February 


% De- 
1932 1931 cline 
Total operating revenues.......... $267,272,286 $336,726,909 20.6 
Total operating expenses......... 211,109,274 272,142,372 22.4 
RE Se er Sere 24,668,715 26,628,337 e 
Net railway operating income..... 22,042,614 27,714,532 20. 
Operating ratio—per cent.......... 78.99 80.82 ee 
Rate of return on property invest- 
BEE ectucetecspak cei ntros cass 1.35% 1.69% 
Two Months Ended February 29th. 
% De- 
1932 1931 cline 
Total operating revenues.......... $542,586, 806 $702,711,738 22.8 
Total operating expenses.......... 440,621,008 566,256,466 22.2 
rere Race esioa é ES OE 49,081,521 53,552,166 8.3 
Net railway operating income..... 33,739,170 62,054,969 45.6 
Operating ratio—per cent......... 81.21 80.58 eae 
Rate of return on property invest- 
BRE ne Sere 1.08% 1.98% 





SUBSTITUTES FOR SECTION 15A 


The Trafic World Washington Bureau 


Chairman Rayburn, of the House committee on interstate 
and foreign commerce, April 7, announced agreement of the 
committee on the substitute for section 15a of the interstate 
commerce act. 

The bill, as approved by the committee, provides for retro- 
active repeal of the recapture provisions of section 15a. If 
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enacted into law, this provision will relieve the railroads fron 
any recapture liability. 

There was some opposition in the committee to repeal of 
recapture retroactively but it was said that the vote in favo; 
of retroactive repeal was substantial. 

The committee approved what apparently was intended t 
be a very simple rule of rate making. The proposed rule 
follows: 

“In the exercise of its power to prescribe just and reagop. 
able rates, the Commission shall give due consideration, among 
other factors, to the effect of rates on the movement of traffic; 
to the need, in the public interest, for adequate and efficient 
railway transportation service at the lowest cost consistent with 
the furnishing of such service; and to the need of revenues suff. 
cient to enable the carriers, under honest, economical, and eff. 
cient management, to provide such service.” 

With respect to valuation, the committee bill amends para. 
graphs f and g of section 19a of the interstate commerce act 
to read as follows: 


Upon completion of the original valuations herein provided for, 
the Commission shall thereafter keep itself informed of all new con- 
struction, extensions, improvements, retirements, or other changes 
in the condition, quantity, use, and classification of the property of 
all common carriers as to which original valuations have been made, 
and of the cost of all additions and betterments thereto and of all 
changes in the investment therein, and may keep itself informed of 
current changes in costs and values of railroad properties, in order 
that it may have available at all times the information deemed by it 
to be necessary to enable it to revise and correct its previous in- 
ventories, classifications and values of the properties; and when 
deemed necessary may revise, correct and supplement any of its 
inventories and valuations. ae 

To enable the Commission to comply with the provisions of the 
preceding paragraph, every common carrier subject to the provisions 
of this act shall make such reports and furnish such information as 
the Commission may require. 


Under the valuation provisions proposed, the Commission 
would be relieved of making valuations as it is now required 
to do under the law. - 

The following amendment was approved with respect to 
electric lines in connection with valuation: 

Provided, that the Commission shall not be required to make an 
original valuation of the property of any street, suburban, or in- 
terurban electric railway which is not operated as a part of a gen- 
eral steam railroad system of transportation, but may, in its discre- 
tion, make an original valuation of the property of any individual 
electric railway subject to the provisions of this act whenever in the 
judgment of the Commission such action is desirable in the public 
interest. 

Chairman Rayburn announced that the bill as agreed upon 
would be introduced and that then the committee would vote to 


report it to the House. 


REASONS FOR RAILROAD PLIGHT 


Though the financial condition of the railroads is accentuated 
by the general business depression, President W. W. Atterbury, 
of the Pennsylvania, declares in the annual report of the rail 
road that the unsatisfactory situation is “clearly due to the 
fact that, in periods of expansion, the railroads have not been 
permitted, because of inadequate rates, restrictive legislation, 
and subsidized competition, to participate adequately, as 40 
other industries, in the country’s prosperity.” Pointing out that 
the return of all the railroads was only about two per cent on 
investment, last year, he said the return was plainly too low 
to serve as a sound basis of credit, so that the railroads might 
attract capital necessary to continue expansion and betterment 
of facilities. 

“Intelligent consideration of the railroad situation should 
result in such legislation and regulatory relief,’ he said, “as 
will give the railroads economic equality of opportunity to er 
gage profitably in any kind of transportation service that will 
meet the demands of the public. A fundamental need in the 
transportation industry is for coordination of existing agencies. 
The manifestly unfair situation in which the railroads find 
themselves, regulated to the greatest detail in their business, 
while other forms of transportation competing with them are 
practically unregulated, should be corrected.” 

The acceptance by railroad employes of a voluntary reduc: 
tion in wages, the formation of the Railroad Credit Corporation 
and the government Reconstruction Finance Corporation were 
mentioned by him as hopeful factors in the railroad situation. 
He also said that expressions in the annual report of the Com 
mission with respect to the desirability of coordinated trans 
port service and regulation of highway service were of a hope 
ful nature. 


The abstracts of tariff filings, rejections, suspen 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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April 9, 1932 


Current Topics in 
Washington 





Money does not always trickle 
through the fingers of the government 
as sand used to run from one end of an 
hour glass to the other. No, sir! 

Recently a newspaper in Washing- 
ton has been printing things about the 
mild graft of senators and representatives paying themselves 
mileage in lieu of actual traveling expenses, the mileage being 
ten cents a mile each way. 

It might be presumed that, when a government employe 
took his wife along and she occupied the berth of a sleeper with 
him, she would be no expense to him because the rate for 
one in a berth is the same as for two. That is the fact, though 
sleeping car companies some time ago tried to make a charge 
for the second person in a berth. The-Commission, however, 
said them nay. 

The thrifty government, however, does not allow the em- 
ploye to get away with anything of that sort. For that wife 
the disbursing officer deducts one-half of the berth fare and 
puts it into the government’s till. But that is not all. The 
employe gets reimbursement for only half of the tips he pays 
out while his wife is accompanying him. Of course, she is no 
expense to the government. She may be some expense to the 
Pullman Company, as it said in the recent case. But the sleep- 
ing car company gets no part of the money withheld by the 
government from its employe. That’s “gravy” and the govern- 
ment likes gravy of that sort. 


Sometimes the 
Government Shows 
Itself Thrifty 





According to newspaper’. writers 
whose business it is to feel the pulse 
and examine the tongues of senators, 
their patients are in a highly nervous 
state on account of the responsibility on 
them to frame a tax bill that will not be 
so offensive to the business element as the one the House of 
Representatives sent to them seems to be. They have heard 
many objections to the so-called “nuisance” taxes. The busi- 
ness element was able to persuade the ways and means com- 
mittee to adopt the sales tax and shun the nuisance taxes. 

But the diagnostic reporters have not yet been able to make 
up their minds as to what will be the final reaction of the 
senators to the representations, from their business men con- 
stituents, in favor of the sales tax. One conclusion some of 
the diagnosticians have reached is that, even if it were certain 
that a majority of the senators desired a sales tax rather than 
nuisance taxes, it would not be certain that they would so 
vote. The overwhelming character of the vote against the 
sales tax in, the House seems to suggest to the Senator that 
it may be dangerous for him to vote for the sales tax. 

Merits of the two ways for raising the money needed to 
balance the budget, seemingly, have little to do with the calcu- 
lations of many members of Congress, whether they be senators 
or representatives. 

Fourth of July oratory often gives the youth an idea that the 
test a member of Congress applies to a public question, is in- 
variably as to whether the thing proposed is the best possible 
solution. Those who have had long opportunity to study public 
affairs have an idea that that is the smallest of the tests 
applied, in many instances. 

A salary of $10,000 a year, with perquisites—mileage, a 
member of the family as the private secretary and another as 
a laborer of one sort or another in the Capitol—too often seems 
to be the test. If the member can retain that salary, in prob- 
ably too many inStances, he deems his fortune made. Retain- 
as the salary, therefore, comes to be regarded as the real 
est. 

Organizations of soldiers demanding an added bonus higher 
than the war indemnity Prussia exacted from France in 1871, 
ardent believers in beer or prohibition, advocates of river and 
harbor appropriations intended to break down, railroad freight 
rates even if such breaking destroys the investment in railroads 
made by other Americans—all these seem to have weight in 
determining, in the mind of the member, whether his salary 
is to continue, greater than the weight of a belief that one 


Now Senators Are 
Doing the Worrying 
About Taxes 
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or the other of the things mentioned would be for the best 
interest of the country. 

The diagnosticians do not question the honesty and sin- 
cerity of the advocates of bonuses, beer or prohibition, river 
and harbor appropriations; their interest is in determining 
what reaction the senator will have to the representations, all 
of which have an effect on that major question, “will I retain 
my salary if I vote my conviction, regardless of the views of 
a exquatentions of citizens wanting this, that, or the other 
thing?” 

The business element that whipped the nuisance tax pro- 
gram in the ways and means committee, seemingly, trooped 
away from Washington as soon as the committee voted its way. 
In other words, it won with the committee but forgot it was 
essential to remain here and help the committee win in the 
House of Representatives. It probably had forgotten, if it 
ever knew, that the days when victory in a committee meant 
victory in the House, because the latter was so organized that 
a committee represented a majority in the House, were gone. 

Now, if that element desires to continue its fight for a sales 
tax, it will have to persuade a majority of the senators that 
the overwhelming vote against it in the House does not repre- 
sent the view of the voters having the power to answer the 
salary question. 





It seemed odd to some of those who 
listened to the testimony the first three 
days of the hearing on Senator Shipstead’s 
bill (S. 175) proposing the issuance of half 
a billion in bonds for completing waterway 
projects, that so little was said about the 
fourth section in connection with rates said to be so high that 
the rivers had to be employed to keep down costs. As a matter 
of fact, no one attributed any notable weight to that part of 
the law. The fourth section was mentioned only in an inci- 
dental way. 

Yet it is a fact that the fourth section was a large factor 
in the raising of rates in the Mississippi Valley, where the 
need of low rates was emphasized. 

The valley had low rates until the Commission held that 
water competition was not an excuse for them. The railroads, 
faced with the necessity of removing fourth section departures, 
elected to do so by putting them on a “dry land basis.” They 
could have cut them in the interior to the water competitive 
level prevailing near the Mississippi, but that method did not 
appeal to them. 

The spirit of the advocates of river improvement attending 
the hearing seemed to be that the country needed competition. 
There once was competition. The boats disappeared from the 
big river, whether on account of the competition between them 
and the railroads or because of the form of water transport in 
use had become obsolete, probably, is of no weight now. It 
might be suggested that an interesting situation would arise if 
now the railroads were permitted to meet competition on a 
truly competitive basis—knife between teeth and poleax in 
hand. That, it might be suspected, would bring the low rates 
for which the valley is seeking—with, perhaps, a few bankrupt 
railroads and barge lines. The government barge line, it might 
be suspected, would not go out of business in such competition, 
so long as government money could be used to keep it in the 
fight with the railroads. 

Such a fight might be deemed ridiculous. To carry it on 
the government would have to continue furnishing money for 
the railroads—unless the fight brought about such a revival of 
business‘as to make government aid no longer necessary. The 
government would be under obligation to keep its barge line 
in the fight so as to continue its supposed demonstration to 
private capital that it could embark in barge line transport 
without danger of losing its shirt. 


Fourth Section 
Factor in the 
Raising of Rates 





Comments in the Traffic World, 
March 26, p. 657, in which a reparation 
of $16,000,000 estimate was used, were 
intended to apply only to the old Na- 
tional Refining and Standard Oil cases 
(113 I. Cc. C. 738, 139 1. C. C. 207 and 
139 I. C. C. 307). They were the cases in which there were 
questions of the Sligo rule principle, intermediate point rule, 
and other complex tariff interpretation or construction in which 
the shippers lost except on the point concerning the Green 
Ridge route. 

The old National Refining case has been reopened for 
reargument in connection with argument in No. 22206, Penn Oil 
Company vs. A. T. and S. F. et al. and the cases consolidated 
therewith. The latter is not an old case in comparison with 
No. 16534, the reopened National Refining case. The estimate 


Oil Reparation 
Comment Referred 
Only to Old Cases 
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of $16,000,000, often mentioned in the speculation about the 
possible financial effect of a discovery made by an employe of 
the Commission, since resigned, in no way pertains to the 


cases still pénding. The only talk about them, except, prob- 
ably, among those directly interested, is that caused by the 
reopening of the old National Refining case for reargument in 
connection with the more recent cases into which Mr. Strasser 
thinks an error made by the Commission in the older case may 
be imported. 


One of the most interesting cases before 


Application the Commission in recent years (No. 24755, 
of Drought Henry C. Stuart vs. Norfolk and Western et al.) 

will soon be submitted to the Commission for 
Relief Rates decision. The record has been made up and 


briefs have been filed. 

In the summer and fall of 1930, the complainant, one time 
governor of Virginia and nominee, by President Wilson, to be 
a member of the Commission, was denied drought relief rates 
for his cattle and feed for them, on the ground that the gov- 
ernor did not come within a Department of Agriculture regula- 
tion limiting the application of the rates so as to benefit “only 
those in distress due to the drought conditions” and “are not 
intended to the benefit of dealers, industry, or those who are 
not in distress and who are well able financially or otherwise to 
provide for their normal requirements.” 

Mr, Stuart is shown as the owner of about 50,000 acres, 
half of which were under cultivation and blue grass pastures. 
He thanked President Wilson for the nomination to the Com- 
mission, but declined it. 

According to the brief in behalf of the former governor, 
signed by Christopher B. Garnett and Jonathan C. Gigson, there 
was no serious dispute about the facts. They said the questions 
in the case were questions of law. They contend that (1) rela- 
tive wealth or poverty cannot be made a basis for discrimina- 
tion between persons in the application of reduced railroad 
rates for drought relief purposes; (2) the Secretary of Agri- 
culture is without any jurisdiction over railroad rates for 
drought relief or any power to make and enforce regulations 
concerning such rates; and (3) sole and exclusive jurisdiction 
over interstate rates including those for drought relief is vested 
in the Commission. 

The Norfolk and Western said the complainant had been 
deprived of the reduced rates, not by the defendants, but by 
the Department of Agriculture, without the approval of the 
agents of which the railroads would not issue permits to ship 
under the reduced rates. The department made regulations for 
its agent to follow in approving permits.—A. E. H. 


TAXATION AND RAILROADS 


The Trafic World Washington Bureau 


To illustrate the adverse effect that some of the provisions 
of the revenue bill (H. R. 10236) might have on business, Secre- 
tary of the Treasury Mills, testifying before the Senate finance 
committee, April 6, referred to the railroads. The part of his 
testimony in question follows: 





What we want to accomplish above all else at the present time is 
to break down the vicious circle of deflation of credit, industrial 
stagnation, falling prices and loss of purchasing power. To put men 
to work capital must go to work. Credit must be sought and freely 
offered. But capital must see some chance of profit to compensate 
for the risk. Business men will not borrow and banks will not lend 
unless the enterprise offers some fair prospect of return. 

Yet the particular provisions to which I refer, and which were 
written into the bill at the very last minute, certainly without any 
great amount of consideration, have a definitely inhibiting effect. On 
the one hand, at a period when losses are only too real and too com- 
mon they would deny to business the right it now enjoys to carry 
over the losses from this, a very bad year, to next year, which it is 
hoped will be a better one; and on the other hand, the tax on any 
possible profits is very greatly increased. To illustrate: Take the 
case of a corporation that sustains a loss of $200,000 this year and 
makes a profit of say $100,000 next year. Its operations over a 
24-month period show a loss of $100.000. Yet under this bill it will 
be taxed at higher rates on the $100,000 which is earned, and at still 
higher rates on what it distributes, while no recognition whatsoever 
is to be given to the $200,000 lost. 

The corporation income tax is to be increased in some cases 
to 13% per cent, and in others to 15 per cent, and on top of this 
distributed profits are to bear an additional tax of 7 per cent, mak- 
ing in the one case a tax of 20% per cent, and in the other 22 
per cent, as compared with 12 per cent today. This is apart from 
the fact that the stockholder in any event is to pay increased 
surtaxes. 

For the purpose of illustration, consider the case of the rail- 
roads. Their bonds are largely held by the great insurance com- 
panies, savings banks and other fiduciary institutions, or, in other 
words, the savings of the Aemrican people are invested in them to a 
very great extent. These bonds are much depreciated in value. A 
diminished earning power is of course largely responsible, though 
fixed charges are for the most part being earned. But the serious 
part of the situation is that the equities back of these bonds are 

adually being eaten away. With the heavy taxes proposed on 
uture possible railroad earnings and on railroad dividends, coupled 
with the inhibition on carrying over losses from one year to another, 
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the restoration of equity values essential to the restoration of the 
high standing of the underlying securities and of the ability of the 
railroads to obtain necessary capital, becomes more difficult. 

In this connection it should not be forgotten that railroads 
ordinarily spend annually anywhere from $600,000,000 to $800,000,009 
for capital improvements, giving employment directly to thousands 
of men and indirectly to many thousands of other through the orders 
they place. The funds must be obtained from investors through the 
security markets. : 

I do not want the committee to understand that my criticism jg 
directed to the bill as a whole. There are, however, certain im- 
portant features with which the treasury does not agree, and which 
I trust your committee will either eliminate or modify. 


REVENUE FREIGHT LOADING 


Loading of revenue freight this week ended March 26 totaled 
561, 118 cars, according to the car service division of the Amer. 
ican Railway Association. This was a reduction of 23,516 cars 
below the preceding week, 177,762 cars below the corresponding 
week in 1931 and 324,206 cars under the same period two years 
ago. 
Revenue freight loading by districts the week ended March 
26 as compared with the corresponding period of 1931 was 
reported as follows: 


Eastern district: Grain and grain products, 4,810 and 5,854; live 
stock, 1,331 and 1,885; coal, 27,772 and 28,943; coke, 1,943 and 1,537; 
forest products, 1,374 and 2,454; ore, 374 and 884; merchandise, L. C, 
L., 48,188 and 59,994; miscellaneous, 42,795 and 64,827; total, 1932, 
128,567; 1931, 166,378; 1930, 203,485. . 

Allegheny district: Grain and grain products, 2,790 and _ 3,320; 
live stock, 1,201 and 1,448; coal, 28,811 and 34,091; coke, 2,033 and 
3,608; forest products, 988 and 1,752; ore, 322 and 1,324; merchandise, 
L. C. L., 38,531 and 47,017; miscellaneous, 37,308 and 60,521; total, 
1932, 111,984; 1931, 153,081; 1930, 181,319. 

Pocahontas district: Grain and grain products, 256 and 292; live 
stock, 33 and 36; coal, 26,399 and 28,205; coke, 142 and 289; forest prod- 
ucts, 738 and 865; ore, 37 and 65; merchandise, L. C. L., 5,332 and 
6,195; miscellaneous, 4,851 and 7,154; total, 1932, 37,788; 1931, 43,101; 
1930, 50,651. 

Southern district: Grain and grain products, 2,424 and 4,062; live 
stock, 773 and 1,131; coal, 15,296 and 17,208; coke, 281 and 468; forest 
products, 6,604 and 10,270; ore, 239 and 739; merchandise, L. C. L,, 
31,868 and 37,324; miscellaneous, 31,188 and 52,377; total, 1932, 88,673; 
1931, 123,579; 1930, 143,978. 

Northwestern district: Grain and grain products, 6,084 and 8,731; 
live stock, 4,325 and 5,746; coal, 6,093 and 5,392; coke, 672 and 929; 
forest products, 5,035 and 9,101; ore, 206 and 361; merchandise, L. 
Cc. L., 21,876 and 27,239; miscellaneous, 19,902 and 26,835; total, 1932, 
64,193; 1931, 84,334; 1930, 102,654. 

Central Western district: Grain and grain products, 7,367 and 
10,364; live stock, 6,832 and 7,492; coal, 8,613 and 8,701; coke, 104 and 
84; forest products, 3,147 and 5,401; ore, 1,509 and 2,490; merchandise 
L. C. L., 25,686 and 29,465; miscellaneous, 28,690 and 41,264; total, 1932, 
81,948; 1931, 105,261; 1930, 128,783. 

Southwestern district: Grain and grain products, 3,376 and 4,292; 
live stock, 1,700 and 1,664; coal, 4,138 and 3,691; coke, 46 and 77; for- 
est products, 2,421 and 4,951; ore, 294 and 321; merchandise, L. C. L, 
13,862 and 15,123; miscellaneous, 22,108 and 33,027; total, 1932, 47,945; 
1931, 63,146; 1930, 74,454. 

Total, all roads: Grain and grajn products, 27,107 and 36,915; 
live stock, 16,195 and 19,402; coal, 117,122 and 126,231; coke, 5,221 and 
6,992; forest products, 20,307 and 34,794; ore, 2,981 and 6,184; mer- 
chandise, L. C. L., 185,343 and 222,357; miscellaneous, 186,842 and 
286,005; total, 1932, 561,118; 1931, 738,880; 1930, 885,324. 


Loading of revenue freight in 1932 compared with the two 


‘previous years follows: 


1932 1931 1930 

Pour weeks in Januaxry....ccscrcses 2,269,875 2,873,211 3,470,797 
Four weeks in February.......... 2,245,325 2,834,119 3,506,899 
Four weeks in March...........0. 2,280,672 2,936,928 3,515,733 
ND ind.oc ccd uns diowiaendeonwan 6,795,872 8,644,258 10,493,429 


POLITICS AND RAILROADS 


Representative Golder, of Pennsylvania, has introduced a 
resolution in the House of Representatives, H. Res. 183, directing 
the Commission to investigate and report to the President on 
or before December 1, 1932, regarding “the relationships be 
tween the various political contractor, political combinations, 
and railroad officials, and especially with regard to relationship 
between officials of the Pennsylvania Railroad, Reading Com- 
pany, and William S. Vare, of Philadelphia.” It is charged in 
the resolution that corrupt and unlawful agreements and col: 
spiracies exist between railroad officials and political contrac- 
tors whereby hunderds of millions of dollars are paid to such 
political contractors in excess of fair and honest compensa 
tion for work done and goods delivered and service rendered; 
that part of the money so paid to contractors is returned by 
them to rail officials as their share of secret profit; that public 
franchises have been unlawfully and dishonestly granted to 
railroads at the expense of the public using the railroads and 
that dishonesty and extravagance and the alleged unlawful cot- 
spiracies between officials of the railroads and political cot 
tractors lead to an increase in passenger and freight rates. 

Representative Golder, according to Philadelphia news 
papers, is engaged in a political fight with the Vare organiza 
tion over his candidacy for election to Congress. Mr. Vare is 
a former member of the House of Representatives who was 
elected to the Senate from Pennsylvania but who was not pel 
mitted to take his seat by the Senate. 
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Decisions of Interstate Commerce Commission 





BARGE-AND-RAIL SUGAR RATES 


The Commission, by division 2, in I. and S. No. 3534, can- 
cellation of rates on sugar via barge routes from New Orleans 
and certain contiguous points and Mobile, Ala., to the south- 
east, and No. 23836, Savannah Sugar Refining Corporation vs. 
Inland Waterways Corporation et al., in a report written by 
Commissioner Tate, has ruled that the all-rail rate basis should 
apply on sugar from New Orleans and Mobile, over barge-rail 
routes, stored at barge ports, into southern territory. It has 
dismissed the formal complaint, finding the joint barge-and-rail 
rates on sugar from New Orleans and Mobile to destinations in 
southern, southwestern and western trunk line territories, ac- 
corded storage in transit at Birmingport and Holt, Ala., and 
Memphis, Tenn., not unduly prejudicial. 

Technically the Commission found, in the suspension pro- 
ceeding, that the proposed cancellation of joint barge-and-rail 
rates, from New Orleans and contiguous sugar points and Mo- 
bile to southern territory, had not been justified. It ordered the 
suspended schedules canceled without prejudice to the filing of 
new schedules establishing the all-rail basis on sugar from the 
points of origin mentioned, by barge to Birmingport and Holt, 
there stored, and later reshipped to destinations in southern 
territory. The schedules are to be canceled not later than 
May 14. 

These proceedings constituted a controversy between the 
railroads and the government barge line as to the basis of 
rates to be applied to sugar that was stored in transit at the 
barge interchange ports. The barge line has been applying the 
differential barge-rail rates. The railroads objected to that to 
such an extent that they revised the powers of attorney they 
had given to the barge line to publish rates. The barge line, 
Commissioner Tate said, construed the revised powers to re- 
quire the publication of all-rail rates on all sugar transported 
over the barge-rail routes whether stored in transit or not, 
hence the barge line filed the suspended schedules covering all 
sugar which were protested and suspended. 

At the hearing a large part of the testimony pertained to 
the cost of storage by the barge line. The railroads, broadly 
speaking, took the position that they should not be required to 
join in differential rates, with transit attached, on which ship- 


ments of sugar by barge could be held at interior points for’ 


long periods and then shipped out at the balance of the differ- 
ential rates. 


The Commission said that it was of the opinion that the 
storage in transit arrangement offset the disadvantages incident 
to the water movement and that there was no justification for 
any differential in the barge-rail rates on sugar which was 
accorded storage at the interchange points. It said that while 
it was clear that the handicaps on the shipments, rail-barge, 
justified differential rates on continuous shipments, moving 
through the interchange points without storage, the conditions 
of shipment were less serious when viewed in connection with 
sugar stored in transit. It pointed out that under the barge line 
arrangement a refiner at New Orleans or Mobile might ship 
solid barges of sugar, retaining ownership therein, utilizing the 
time in transit to make sales. Upon arrival, it said, the sugar 
remaining unsold might be placed in storage for future sale. 
On such sugar, it pointed out, the shipper had the advantage of 
free storage during the water movement, an average of about 
14.1 days. 

The complainant in the formal docket case alleged that the 
rail-barge rates on which storage was accorded by the govern- 
ment barge line were unduly prejudicial to it and unduly prefer- 
ential of its competitors at New Orleans and Mobile and their 
traffic to southern, southwestern and western trunk line terri- 
tories, The Commission said the undue prejudice alleged flowed 
direcly from the maintenance by the barge line of the transit 
arrangement. It said that the complaint, in substance, was an 
attack upon the transit arrangement. But it wound up its dis- 
cussion by saying that the barge line could not be charged with 
undue prejudice because it did not join in the rates from Port 

Wentworth (Savannah). Nor, said it, could the rail lines 
transporting sugar from Savannah and also participating in 
the barge-rail movement from the alleged preferred points be 
charged with undue prejudice for the reason that they did not 
participate in the maintenance of the transit arrangement. Un- 
der the rule laid down in Central of New Jersey vs. U. S., 257 
U. S. 247 (42 S. Ct. Rep. 80), transit is a matter local to the line 
that establishes it, according to the report. 





However, in the decision in the suspension proceedings, the 
Commission condemned use of rates in connection with the 
transit or storage arrangement on the differential basis, without 
prejudice to the establishment of the all-rail basis on sugar 
afforded storage at the interchange points. 


BANANA FOURTH SECTION RELIEF 


By report and order in Fourth Section Application No. 
14656, bananas from Virginia ports to the south, the Commis- 
sion, by division 2, has authorized applicants, carriers parties 
to J. H. Glenn’s southern rate basis I. C. C. No. A-725, having 
circuitous lines or routes from and to competitive points, by 
Fourth Section Order No. 10907, to establish and maintain rates 
on bananas, from Norfolk, Pinners Point, Portsmouth and New- 
port News, Va., to points in southern territory as defined in 
Southern Class Rate Investigation, 100 I. C. C. 513, the same 
as the rates contemporaneously applicable on like traffic over 
the direct line or route constructed on the basis of the distance 
scale of rates approved in the Commission’s reports in Bananas 
From Gulf Ports, 123 I. C. C. 181, 140 I. C. C. 682, and to main- 
tain higher rates to intermediate points; provided, that rates 
to said higher-rated intermediate points shall not exceed rates 
constructed on the basis of the scale of rates approved in said 
proceeding and shall in no case exceed the lowest combination 
of rates subject to the interstate commerce act; provided fur- 
ther, that the relief shall be subject to the equi-distant provi- 
sion and the same circuity limitations which were contained in 
the order permitting relief from south Atlantic ports (Fourth 
Section Order No. 9827). Applicants stated it was their desire 
to establish the rates here proposed from the Virginia ports on 
the same basis as that now applied from the Gulf and south 
Atlantic ports to avoid discrimination between the various ports. 


COMMISSION REPORTS 


Potatoes 


No. 23202, Bloom, Rosenblum & Klein Co. vs. Norfolk 
Southern et al. and parts of fourth section applications Nos. 703 
and 1074. By division 3. Rates, potatoes, points in North 
Carolina to Youngstown and Warren, O., unreasonable, unduly 
prejudicial to Youngstown and Warren and unduly preferential 
of Cleveland, O., to the extent they exceeded 83 cents a barrel 
from Aurora, Gilford Spur and Cash Corner to Youngstown, 
88 cents from Shawboro to Warren, and 90 cents from West 
Alliance to Warren in the past; and to the extent they may 
exceed 41 cents a hundred pounds, Aurora, Gilford Spur and 
Cash Corner to Youngstown; 44 cents, Shawboro to Warren, 
and 46 cents, West Alliance to Warren. Reparation awarded. 
New rates to be effective not later than June 23. Relief denied, 
in fourth section order No. 10899, effective June 23. 


Rough Rolled Glass 


No. 23413, Binswanger & Co. of Texas vs. K. O. & G. et al. 
By division 3. Dismissed. Rate, rough-rolled glass, Okmulgee, 
Okla., to Houston, Tex., not unreasonable or otherwise unlaw- 
ful. This finding is without prejudice to any different finding 
that may be made in I. and S. No. 3130, southwestern rates. 


Tires, Etc. 

No. 23740, Gates Rubber Co. vs. A. C. & Y. et al. By divi- 
sion 3. Rates, tires, tubes, flaps and reliners; hose, mats, 
matting, belts, belting and packing, straight or mixed carloads, 
Denver, Colo., to Chicago, Ill., and Hoboken, N. J., unreason- 
able in the past to the extent that on tires, tubes, flaps and 
reliners, straight or mixed carloads, they exceeded $1.58 to 
Chicago and $2.18 to Hoboken, minimum 24,000 pounds; and on 
hose, mats, matting, belting and packing to the extent they 
exceeded $1.60 to Chicago and $1.91 to Hoboken, minimum 30,000 
pounds. Pre rates not unre able. Reparation awarded. 


Empty Glass Car 
No. 24383, El Paso Freight Bureau et al. vs..A. T. & S. F. 
et al. By division 2. Dismissed. Rates, empty glass carboys, 


returned, El Paso, Tex., to Denver, Colo., inapplicable. Applic- 
able rate not unreasonable. 


Creosoted Poles 


No. 24025, Pensacola Creosoting Co. vs. A. T. & S. F. et al. 
By division 3. Dismissed. Rates, creosoted poles, Pensacola, 
Fla., to points in Texas, not shown to have been or to be un- 
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reasonable nor in violation of the aggregate of intermediates part 
of section 4. Commissioner McManamy wrote a concurrence. 


Pine Sash, Etc. 


No. 23691. Western Pine Manufacturing Co., Ltd., vs. B. & 
O. et al. By division 3. Rates, pine sash, set up, and mould- 
ing, in mixed carloads, and sash, knocked down, points in Wash- 
ington and Idaho, milled in transit and forwarded from Spokane, 
Wash., to destinations in eastern trunk line and New England 
territories, unreasonable to the extent they exceeded rates found 
reasonable for application, subsequent to December 24, 1921, 
from and to the points here considered in No. 8819, West Coast 
Lumbermen’s Association vs. B. & A. et al., consolidated with 
Anson, Gilkey & Hurd Co. vs. S. P., 78 I. C. C. 495. Reparation 
awarded. 


Class and Commodity, Fourth Section 


Fourth Section Application No. 14161. Rates, Sonora, Tex., 
extension. By division 2. Panhandle & Santa Fe Railway Co. 
and connections authorized, in Fourth Section Order No. 10902, 
to establish and maintain class and commodity rates between 
stations on the Sonora, Tex., extension of the P. & S. F. and 
points in the United States, without observing the long and 
short haul provision of section 4, subject to the usual circuity 
and equi-distant limitations. Commissioner Tate, in a con- 
curring expression, said that the equi-distance clause had to 
be imposed in those instances where the relief granted was 
based upon circuity. 

Demurrage 


No. 18551, Armour Grain Co. vs. C. M. & St. P. et al. Re- 
port on further hearing. By division 4. On complaint against 
Chicago, Milwaukee & St. Paul for alleged excessive demurrage 
charges, finding in former report, 155 I. C. C. 415, affirmed and 
reparation awarded. Complaint against Minneapolis, St. Paul 
& Sault Ste. Marie for alleged excessive demurrage charges and 
interest found barred and finding in former report, 155 I. C. C. 
415, affirmed. On complaint against Great Northern for 
damages resulting from alleged unlawful refusal to permit re- 
consignment of certain shipments, finding in former report, 
155 I. C. C. 415, modified and affirmed in part and reparation 
awarded. As to the Great Northern the Commission finds that 
as direct result of unlawful refusal of defendant to permit re- 
consignment as provided by its tariffs of 12 cars complainant 
was damaged. 

Cotton Bale Covering, Etc. 


No. 23114, Federal Compress & Warehouse Co. et al. vs. 
I. C. et al. By division 3. Reparation awarded on finding rates, 
cotton bale covering and bagging, Henderson, N. C., to Como, 
Greenwood, Cleveland, Canton, and Aberdeen, Miss., inapplicable 
or unreasonable. Rates on two shipments to Como in cars 
N. Y. C. 51179 and Sou. 151145, and on all shipments to Green- 
wood and Cleveland, unreasonable to extent they exceeded aggre- 
gate of intermediates based on Memphis, except that on one 
shipment to Cleveland rate was inapplicable to extent it ex- 
ceeded 55 cents. Rate on shipment to Canton in car A. C. L. 
49422 inapplicable to extent it exceeded 63 cents. Rate on 
shipment to Aberdeen in P. R. R. 505164 inapplicable to extent 
it exceeded 48.5 cents. All other rates assailed not shown 
to have been inapplicable or unreasonable. 


Cabbage 


No. 23844, Morgan Packing Co. vs. C. M. St. P. & P. et al., 
embracing also No. 24317, R. L. Higgins, doing business as R. 
L. Higgins & Co., et al. vs. Pennsylvania et al. By division 4. 
Dismissed. Rates, cabbage, points in Wisconsin and Minne- 
sota to points east of the Illinois-Indiana state line, not unrea- 
sonable or otherwise unlawful. 


Frozen Meat 


No. 24020, Swift & Co. et al. vs. Canadian Pacific et al. 
By division 4. Dismissed. Overcharge claims covering refrige- 
ration charges, 14 carloads frozen meat, points in Canada to 
San Francisco, Calif., barred by statute. Refrigeration charges 
on two carloads same commodity, Edmonton and Moose Jaw, 
Canada, to same: point, applicable. 


Furniture 


No. 24500, Peabody School Furniture Co. vs. Pennsylvania 
et al. By division 5. Dismissed. Rates, furniture, North Man- 
chester, Ind., to’ Topeka and Osborne, Kan., inapplicable. Ap- 
plicable rates, 99.5 cents on desks to Topeka, $1.025 on chairs 
to Topeka, and $1.445 on chairs to Osborne. Shipments under- 
charged. 

Building Terra Cotta 


No. 24645, Phoenix Utility Co. vs. Pennsylvania et al. By 
division 5. Reparation of $93.60 awarded on finding rate, build- 
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ing terra cotta, Woodbridge, N. J., to Waterville, N. C., unreg. 
sonable to extent it exceeded 59.5 cents. 


COMMISSION ORDERS 


No. 22596, National Slag Co. et al. vs. A. C. et al. 
order of February 2, 1932, as modified by order of March 12, 1939 
is further modified by the elimination therefrom of South Junction’ 
Pa., as a point of origin, and the order of February 2, 1932, is further 
modified so that it shall become effective on or before June 15, 1932, 
upon notice to this Commission and to the general public by not 
iess than 10 days’ filing and posting in manner prescribed in section 
6 of the interstate commerce act. 

No. 17128 (and cases consolidated therewith), Taylor Produce (Co, 
et al vs. Atlantic Coast Line et al. Commission has denied requests 
of official classification lines and others for further postponement 
of the effective date of its order. 

No . West Kentucky Coal Bureau vs. I. C. et al. C. St. P, 
M. & 0. dismissed as a party defendant hereto. 

No. ey Alabama Grocery Co. of Huntsville, Ala., et al. vs. A, 
T. & S. F. et al. American Sugar Refining Co. permitted to intervene, 

No. 25024, Federated Metals Corporation vs. Pennsylvania et a]. 
The New Jersey Zinc Co. (of Pa.) permitted to intervene. 

No. 23799, California Fruit Wraping Mills, Inc., vs. G. N. et al, 
Petition of Southern Pacific in so far as it requests postponement of 
effective date of order denied. 

No. 24139, North Carolina Corporation Commission et al. vs, 
A. & W. et al., No. 24140, North Carolina Corporation Commission 
et al. vs. A. & R. et al. and No. 24901, National Association of Cotton 
Joseph Bancroft & Sons Co. per- 


Report and 


Manufacturers vs. B. & M. et al. 
mitted to intervene. 

Finance No. 9057, application of L. & N. for a certificate to aban- 
don its lines of railroad between Cliffside and Irvine, Ky. Madison 
Fiscal Court, Madison county, Ky., by J. D. Goodloe, county judge, 
permitted to intervene. 

No. 9987, Michigan Paper Mills Traffic Assn. vs. Santa Fe et al. 
Upon complainant’s request, the Commission has reopened and as- 
signed this proceeding for further hearing. 

No. 24848, International Pulp Co. vs. N. Y. C. et al. Robert Gair 
Co. permitted to intervene. 

No. 25113. Northeastern New York Traffic Association et al. vs 
D. & H. Railroad Corporation et al. International Paper Co. and 
Ticonderoga Pulp & Paper Co. permitted to intervene. 

No. 25086, Range Paper Co. vs. D. M. & N. et al. International 
Paper Co. and Continental Paper & Bag Corporation permitted to 
intervene. 

No. 25059, Alabama Asphaltic Limestone Co. vs. A. & B. B. et al. 
Interstate Amiesite Co., Inc., permitted to intervene. 

No. 25028, Amiesite Corporation et al. vs. A. C. & Y. et al. Bar- 


rett Co. permitted to intervene. 
No. 25103, International Paper Co. et al. vs. A. C. & Y. et al. 
American Newspaper Publishers’ Association permitted to intervene, 


COURT ATTACK ON OIL RATES 


Application for an injunction to enjoin enforcement of a 
Commission order has been made in the federal court at St. 
Paul, Minn., in equity No. 2444, Northern Pacific et al. vs. United 
States and Interstate Commerce Commission, the object being 
to prevent a reduction in rates on petroleum and its products 
from midcontinent oil refining points to destinations in north- 
western Minnesota and North Dakota. The complainants, Great 
Northern, Milwaukee, Soo Line and Chicago & North Western in 
addition to the title complainant, assert that the reductions in 
rates required by the Commission’s order in International Oil Co. 
et al. vs. A. & S., 179 I. C. C. 435, will take $600,000 of revenue 
from them and their connections at a time when they can not 
stand such a loss, the order being based on a record which 
closed in January, 1930. 

The railroads before going to court about the matter asked 
the Commission to reopen the case with a view to having the 
record supplemented with testimony as to pipe line and truck 
competition and the complainants’ conditions since the closing 
of the record. That application was denied on March 7. 

In a broad way the railroads in this case argue as they did 
in the grain case that the record is insufficient and should be 
supplemented. They allege their property is being taken with- 
out due process of law. They allege that in the case the order 
in which they attack the Commission substantially reduced their 
rates in order to harmonize them with rates from the mid-conti- 
nent field to other destinations in North Dakota and Minnesota, 
the findings being made in this case in connection with a supple 
mental report in Midcontinent Oil Rates, 1925, 135 I. C. C. 605. 
Specific losses alleged in the bill of complaint were $130,000 
by the Great Northern, $98,000 by the Northern Pacific, $42,000 
by the Milwaukee, and $35,000 by the Soo Line. The $600,000 
loss alleged was by the complainants and their connections. 


FIFTEEN PER CENT CASE, 1931 

Revenue accruing to the railroads in January and February 
from the increases allowed by the Commission in the Fifteen 
Per Cent Case, 1931, Ex Parte 103, amounted to $9,544,900, ac- 
cording to unofficial compilation of returns made to the Com- 
mission in monthly reports of carriers. The Ex Parte 103 rev- 
enue in February amounted to $5,398,330, according to the 
compilation. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber te 
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BROADCASTING NOT UNDER I. C. C. 


Dismissal of the complaint in No. 24738, Sta-Shine Products 
Co., Inc., vs. Station WGBB of Freeport, N. Y., H. H. Carman, 
proprietor, et al., has been recommended by Examiner W. M. 
Cheseldine on a finding that broadcasting rates, charges, rules, 
regulations and practices of the National Broadcasting Com- 
pany, Inc., and station WGBB, are not within the provisions 
of the interstate commerce act and therefore are not subject 
to the jurisdiction of the Commission. 

Examiner Cheseldine said this was the first complaint filed 
with the Commission attacking the rates, etc., of a broadcasting 
company, and that it purported to be brought under those pro- 
visions of the interstate commerce act which applied to common 
carriers engaged in the transmission of intelligence by wire or 
wireless for hire. Defendants, denying generally allegations of 
complainant, averred they were not common carriers engaged 
in the transmission of intelligence by wire or wireless for hire, 
or in any other business subject to the provisions of the inter- 
state commerce act. They questioned the Commission’s juris- 
diction over the subject matter complained of and requested 
that a hearing first be had on the jurisdictional question. In 
view of the novelty of the case, said the examiner, that course 
was taken. 

Defendants said their business was merely that of an adver- 
tising agency, disseminating through the medium of radio ap- 
paratus entertainment or information which its customers, or 
clientele, wished to extend to, or hoped would reach, a potential 
listening public, but which was not directed or addressed to any 
specific individual or concern; and that they had never engaged 
in or held themselves out to perform point-to-point communica- 
tion by wireless, i. e., the transmission of a message from a 
definite sender to a definite receiver, for pay, which they con- 
tended was the type of message or communication contemplated 
in the interstate commerce act. The examiner said defendants 
further insisted they never intended to operate as common Car- 
riers and for any and all who wished to avail themselves of 
their facilities, and moreover, that they had neither the author- 
ity, license nor the equipment to do so. On the contrary, they 
said, their licenses to operate, received from the Federal Radio 
Commission, forbade them to do so, and that they were subject 
only to such federal regulation and control in the conduct of 
their business as the Federal Radio Commission or the Depart- 
ment of Commerce, under powers delegated by Congress, might 
wish to exercise. 

Discussing the provisions of the act relating to transmission 
of intelligence, the examiner said they clearly applied to mes- 
sages or communications in connection with which there was 
to be a forwarding and delivery service, that is, a carrier and 
a receiver. 

The inclusion of radio apparatus as a means of transmitting 
communications was added by the transportation act of 1920, 
approved February 28, 1920, and the first attempt at public 
broadcasting by radio was made in the late fall of 1920 by 
station KDKA at Pittsburgh, Pa., about 10 months after the 
transportation act was passed, according to the examiner, and 
it was not until a year or so later that broadcasts on a com- 
mercial basis were attempted. He said it would therefore appear 
that Congress could not have had in mind general broadcasting 
to the public, as performed by defendants, when the transporta- 
tion act was passed, and added that jurisdiction could not be 
presumed or inferred. 

“Since broadcasting was unknown at the time of the pas- 
sage of the transportation act it is reasonable to assume that 
Congress did not intend to pass any law to regulate the charges 
and practices of broadcasting concerns,” said he. 

What Congress must have had in mind, he continued, was 
the transmission of messages by wireless from a definite sender 
to a definite receiver, that is, point-to-point wireless communi- 
cation as was then being performed by the United States army 
and navy and commercial concerns that held themselves out to 
Perform such service for the public as common carriers for 
hire by means of signals, an entirely different type of com- 
munication from that of ordinary broadcasting. 

“Although broadcasting companies engaged merely in the 
business of general broadcasting as performed by defendants 
may be of the class of public utilities which are subject to the 
regulatory authority of the Congress for the public good, they 
are not common carriers for hire within the meaning of the 
Interstate commerce act,” said the examiner. 
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As the Congress established the Federal Radio Commission 
as its agency to supervise and control matters and things aris- 
ing out of radio activities, might it not be presumed, asked the 
examiner, that it gave to that commission such powers as it 
then deemed necessary and appropriate adequately to take care 
of and protect the public interest in radio broadcasting? And 
as one of the purposes of the bill was to centralize control over 
radio, he asked, might it not further be presumed that if it then 
thought that the rates, charges, rules and regulations of radio 
broadcasting concerns should be regulated, supervised and con- 
trolled, it would then have taken proper action and placed those 
powers with that commission? 


TRUCK COMPETITION ON CEMENT 


A flat recommendation that the Commission reverse itself 
on account of truck competition has been made by Examiner 
Thurston B. Johnston in No. 22020, Iola Cement Mills Traffic 
Association et al. vs. A. T. & S. F. et al. The proposal is made 
after further hearing, the prior report being in 172 I. C. C. 684. 
The finding, Johnston said, should be reversed was that the rates 
on cement from Portland and Boettcher, Colo., and Laramie, 
Wyo., to destinations in Colorado and Wyoming were unduly 
preferential of shippers at those points and unduly prejudicial 
to shippers at Dewey, Okla., and Chanute, Humboldt, Fredonia, 
Iola, Independence and Mildred, Kan., to the same destinations. 
The reversal proposed is to cover the finding as to what would 
be the just and reasonable rates on intrastate cement traffic in 
Colorado and Wyoming. 


Complainants are cement manufacturers in the so-called 
Kansas gas belt. The prior report found that the rates from 
Portland, Boettcher and Laramie gave the shippers at those 
points an undue preference to the extent they were less than 
rates based on the average of cement scales III and IV, pre- 
scribed in Western Cement Rates, 48 I. C. C. 201, 69 I. C. C. 644, 
for use on intrastate traffic in Colorado and Wyoming, provided 
that the rate from Laramie to Denver was made the same as 
the rate from Portland. 


The controversy, Johnston said, was that the gas belt mills 
shipped on the basis prescribed as reasonable, while the mills 
at Portland and Boettcher might ship intrastate and the mill at 
Laramie might ship, interstate, to destinations in Colorado at 
rates substantially lower than the interstate rates fixed by the 
Commission as reasonable maxima for the respective differenees 
in this territory. The mills at Portland, Boettcher and Laramie 
intervened in the case to protect their interests. Both rail- 
roads and interveners objected, Johnston said, to any increase 
from Portland, Boettcher and Laramie, contending that the 
present rates were necessary to meet truck competition and to 
retain the traffic to the rails. Johnston said it was generally 
known that truck rates were not made on any uniform basis but 
were designed to meet competition as it existed. Interveners 
said that if the rates were increased they would have to resort 
to truck transportation. Johnston included in his report much 
testimony about truck rates and the methods used in calculat- 
ing delivered prices of cement. In closing his report he said: 


The record is clear that if the increased rates are allowed to 
go into effect interveners will truck their own cement. It was testi- 
fied that if the Colorado plants were forced to resort to trucking it 
would ultimately result in a closing down of the Portland mill as the 
Boettcher mill can more than supply the territory’s needs. For the 
year 1930 the Portland mill manufactured 595,792 barrels, or 59.58 
per cent of its annual capacity of 1,000,000 barrels, and the Boettcher 
mill manufactured 466,644 barrels, or 38.89 per cent of its annual 
capacity of 1,200,000 barrels. The interveners prefer to ship by rail 
where the rail rates will permit, for the following reasons: Cement 
is sold at a delivered price made from the manufacturer’s mill base, 
plus the freight rate to destination; the mill base and rail rates are 
known and published; the market is thereby settled and every manu- 
facturer knows exactly what his competitor is doing and every dealer 
in, or purchaser of, cement is protected in the price. Truck rates of 
private carriers are not published and are unknown quantities except 
to the shipper or purchaser making a particular shipment. This re- 
sults in creating an uncertain price situation, as the cost of trans- 
portation may be less to one person than to another. Further, cement 
is generally sold by the manufacturer in carload lots, whereas trucks 
and trailers at the present time are unable to carry a full carload of 
cement, which results in the manufacturer becoming a jobber and 
retailer in selling direct to the consumer rather than through a 
retail dealer. 


Complainants offered no rebuttal testimony relating to the truck- 
ing situation, but show that the testimony of interveners and de- 
fendants relates only to the matter of potential truck competition. 
On brief they state that no cement has been trucked to Denver from 
the Colorado or Wyoming mills, and that the Laramie mill has not 
trucked any cement notwithstanding that a higher level of rates 
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applies to Nebraska than to the Wyoming-Colorado territory inter- 
mediate to Denver. However, they further state on brief that: 

“It is not the desire of these complainants that any railroad should 
lose freight traffic to trucks. It is the position of the complainants 
that if lower than reasonable maximum rates are necessary in or- 
der that cement tonnage may continue to move by rail, it is to the 
interest of the railroads as well as the shipping public that the rail- 
roads be authorized by the Commission to make such rates as in its 
wisdom will retain the traffic to the rail carrier.’ 

The element of truck competition also enters into the situation 
in respect of unjust discrimination as against interstate commerce. 
The theory of that provision is that intrastate rates should not be 
permitted on a basis lower than interstate rates found reasonable for 
the same distance if the maintenance of such lower rates endangers 
the financial condition of the carriers in their entire operation. But 
in Florida vs. United States, 282 U. S. 194, the Supreme Court took 
notice of the fact that the general revenue situation would not 
be improved by enforced increases in intrastate rates if the result 
would be a diversion of traffic to motor trucks. : 

The circumstances recited raise this question: Does the existence 
of truck competition and the imminent threat of the loss of this 
traffic to the rail carriers justify continued maintenance of the present 
rates? The interveners are not alone in their defense of their rates. 
The carriers seriously urge upon the Commission the necessity of 
continuing the rates. There is no reason to doubt the sincerify of 
these interveners in their statements regarding their intentions to 
truck this traffic. Present conditions, along with the decline of pro- 
duction, amply support their contentions that a saving in transporta- 
tion costs is of primary importance. 

In the original report it was stated at page 692: 

“The witness for the Colorado commission suggested that the 
present low rates from the Colorado and Wyoming mills were made 
necessary by motor-truck competition. This would be an important 
fact if it could be substantiated. Iola Cement Mills Traff. Assn. vs. 
Atchison, T. & S. F. Ry. Co., 152 I. C. C. 669. But here there is 
no adequate proof that the making of these low rates was forced 
by such competition. No such contention was made by defendants’ 
witnesses.”’ 

The fact is substantiated by the present record. Although there 
is no proof that the rates assailed were established in the first in- 
stance to meet truck competition, there is ample proof that truck 
competition is a compelling reason for continuance of the rates. The 
principle is not affected in the slightest by the circumstance that the 
competition did not require institution of the rates. 

The Commission has recently permitted carriers to reduce rates 
below the levels prescribed as reasonable maximum if and when truck 
competition compels that action. Refined Petroleum Products in the 
Southwest, 174 I. C. C. 745; Rate Structure Investigation, Part 3, 
Cotton, 174 I. C. C. 9. It is true the Commission did not authorize 
the establishment of rates as far below the maximum scales as are 
the rates assailed, but that is a matter of degree rather than prin- 
ciple. There is no showing that traffic from the Kansas gas belt mills 
is subject to the same, or to any, truck competition. 

A preference and prejudice to be unlawful must be undue, and 
it is not undue unless the resulting injury will cease upon removal 
of the alleged prejudice, regardless of the manner of its removal. 
City of Moorhead vs. Great Northern Ry. Co., 172 I. C. C. 38. If the 
rates from interveners’ mills be increased to the level proposed in 
the prior report the traffic undoubtedly will go to the trucks at rates 
relatively lower than those assailed, whereupon the complaining ship- 
pers would be in no better position to compete with interveners. It 
may be said in this connection, as contended by complainants, that 
the truck competition is not actual but merely potential, but the 
Commission should not force the defendants to lose this traffic before 
first adopting measures for them to retain it. 

Upon this record the Commission should find that the rates 
assailed are not unreasonable, and that the maintenance of the rates 
assailed from Portland, Boettcher and Laramie to the destination 
territory in Colorado and Wyoming, lower mile for mile than corre- 
sponding rates from the complaining points, does not create undue 
prejudice or unjust discrimination against interstate commerce. The 
complaint should be dismissed. 


“i PROPOSED REPORTS 


Automobiles 


No. 24709, D. G. Divine vs. M. C. et al. By Examiner Harold 
M. Brown. Proposes dismissal on finding rates, passenger auto- 
mobiles and automobile chassis, Detroit, Mich., to McCook, Neb., 
applicable; applicable rates in violation of aggregate-of-inter- 
mediates provision of section 4 in the past but not unreasonable; 
present rates not shown to be unlawful; complainant failed to 
show it was damaged by fourth section violation. 


- Wringer Assemblies 


No. 24886, Prima Manufacturing Co., Inc., vs. B. & O. et al. 
By Examiner L. J. P. Fichthorn. Recommends dismissal on 
finding rate, wringer assemblies, Erie, Pa., to Sidney, O., appli- 
cable and not unreasonable. 

Clay Sewer Pipe 

No. 24292, Lee Clay Products Co., Inc., vs. A. & L. M. et al. 
By Examiner Robert M. Furniss. Reparation recommended on 
finding rates, clay sewer pipe, Clearfield, Ky., to Monroe, Ope- 
lousas, Perryville, Shreveport and Sterlington, La., unreason- 
able to extent they exceeded the class E rates prescribed in the 
southwestern revision from Morehead, Ky., distances computed 
over the routes of movement, minimum 26,000 pounds, subject 
to rule 34. 

Reparation on Strawberries 

No. 18650, Peninsula Produce Exchange vs. Pennsylvania 
et al., embracing also No. 18131, Masson & Sons, Ltd., vs. Penn- 
sylvania et al.; No. 18176, Peters Duncan, Ltd., vs. D. M. & V. 
et al. and two sub numbers thereunder, Hart & Tucxwell et al. 
vs. Pennsylvania et al., and Peters Duncan, Ltd., vs. Same et al. 
By Examiner George M. Curtis on further hearing. Amounts of 
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reparation on strawberry shipments determined based on find. 
ings in former report in No. 18650, and No. 18176 and Sub. Nog, 
1 and 2, 160 I. C. C. 711, as covered by original complaints, 
Orders of reparation entered based on agreed statements filed, 
except on shipments billed to Jersey City, N. J. Formal com. 
plaint in No. 18650 found not to embrace destinations in New 
Jersey. 
Soya Bean Oil 

No. 24740, Procter & Gamble Manufacturing Co. vs. Alton 
et al. By Examiner Carl A. Schlager. Proposes dismissal op 
finding rates, soya bean oil, Chicago, Bloomington, Decatur, Pe. 
oria, and Taylorville, Ill., Lafayette and Indianapolis, Ind., and 
Toledo, O., to Dallas, Tex., not unreasonable. Examiner said 
record in this case did not warrant an extension of scale in 
Oklahoma Corporation Commission vs. A. & S., 98 I. C. C. 183, 
from the points here involved. 


Zinc Dross, Etc. 


No. 24726, Federated Metals Corporation vs. Pennsylvania 
et al. By Examiner William A. Maidens. Reparation proposed 
on finding rates, zinc dross, ashes and skimmings, Toronto and 
other Canadian points to Trenton, N. J., unreasonable to extent 
they exceeded 85 per cent of the contemporaneous sixth-class 
rates between the points considered, except that between points 
where commodity rates were maintained on spelter lower than 
85 per cent of the sixth-class rates, the rates assailed were un- 
reasonable to extent they exceeded such commodity rates. 


Cattle 


No. 24470, I. T. and C. A. Welch vs. M. St. P. & St. Ste. M. 
et al. By Examiner John J. Crowley. Dismissal proposed. 
Rates, cattle, Waupaca, Wis., to West Edmeston, N. Y., not 
unreasonable. 

Cotton Export Rates 

No. 17000, part 3, Hoch-Smith cotton. By Examiner G. H. 
Mattingly. Upon further hearing examiner recommends that 
the Commission find there is no justification for any modifica- 
tion of the report and order herein, 165 I. C. C. 595, with re 
spect to the amounts by which the export rates on cotton to 
south Atlantic and Gulf ports may.exceed the domestic rates 
from the same points of origin to the same ports. 


Brick, Gravel, Eac. 


No. 248838, Chemical Construction Corporation, formerly 
Chemical Construction Co., vs. C. of N. J. et al. By Examiner 
Roy E. McKee. Rate, brick and articles taking brick rates, in- 
cluding condensing rings, Warners, N. J., to Philadelphia, Pa., 
unreasonable to the extent it exceeded $1.95 a net ton, minimum 
60,000 pounds, subject to the marked capacity of the car where 
less; rate, condensing rings, inapplicable; applicable rate was 
18.5 cents and shipment overcharged; rate, gravel, unreasonable 
to the extent it exceeded $1.30 a net ton, minimum 90 per cent 
of marked capacity of the car. Reparation of $290.62 proposed. 

Auto Rims 

No. 24864, Monroe Automobile & Supply Co. vs. B. & 0. 
et al. By Examiner Roy E. McKee. Rate, steel automobile 
wheel rims, Warren, O., to Monroe, La., inapplicable. Applicable 
rate, $1.115, minimum 30,000 pounds. Shipment undercharged 
$64.50. Applicable rate unreasonable to extent it exceeded 90 
cents, minimum 30,000 pounds. Recommends collection of out- 
standing undercharge be waived. 


Auto Springs 


No. 24865, Monroe Automobile & Supply Co. vs. Inland 
Waterways Corporation et al. By Examiner Roy E. McKee. 
Rate, elliptic motor vehicle springs, New Castle, Ind., to Monroe, 
La., inapplicable. Applicable rate, 93.5 cents, minimum 36,000 
pounds. Shipment undercharged $74.59. Applicable rate unrea- 
sonable to extent it exceeded 73 cents, minimum 36,000 pounds. 
Recommends collection of outstanding undercharge be waived. 


Pipe 


No. 24514, Prairie Pipe Line Co. vs. A. T. & S. F. et al. 
By Examiner Paul A. Colvin. Rates, pipe, Eureka, Florence, 
Hilford, Olpe, Tank Farm Spur, Towanda, and Virgil, Kan., and 
Bowie and Tiffin, Texas, to Maud, Okla., from Hensley, Texas, 
to Panova, Okla., and from Huffman, Texas, to Wewoka, Okla. 
inapplicable in certain instances. Applicable rates unreasonable 
to extent they exceeded rates equivalent to 38 per cent of first 
class rates prescribed over short line routes from and to the 
same points in the southwestern revision. Reparation recom- 
mended. 

Lumber and Shingles 


No. 24756, Wm. Cameron & Co., Inc., vs. A. T. & S. F. et al. 
By Examiner Carl A. Schlager. Rates, lumber, Longview, Wash. 
to Wink, Texas, and lumber and shingles, National, Wash., to 
Wink, Texas, inapplicable. Applicable rates, 79 and 91 cents, 
on lumber and shingles, respectively. Rates, lumber and 
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shingles, Bordeaux Junction, Selleck, Longview, and National, 
Wash., and Dee, Ore., to Wink, and Cheyenne, Texas, and Hobbs, 
N. Mex., unreasonable to extent they exceeded 70 and 82 cents, 
respectively, from Selleck, Longview, Bordeaux Junction, and 
National, and 68.5 cents on lumber from Dee. Reparation of 
$418.75 recommended. Rates charged were not otherwise 
unlawful. 
Peaches 

No. 24524, Lovell H. Turnbull Co. vs. Southern et al. By 
Examiner Herbert P. Haley. Applicable rates, peaches, Loudon, 
Tenn., to Alpena and Detroit, Mich., unreasonable, but not oth- 
eriwse unlawful, to the extent they exceeded rates of $1.20 and 
$1.01, respectively, to Alpena and Detroit. Reparation of $50 
recommended. 
Cement 


No. 24848, Monarch Cement Co. vs. A. T. & S. F. et al. By 
Examiner Roy E. McKee. Dismissal proposed. Rate sought to 
be collected on two carloads of portland cement, Humboldt, 
Kan., to Sumner, Okla., reconsigned in transit at Minco, Okla. 
applicable and not unreasonable. Shipments undercharged 
$300.60. Recommends collection of undercharge. 


Petroleum 

No. 24693, Louisiana Oil Refining Corporation vs. K. C. S. 
et al., embracing also a sub-number, Simms Oil Co. vs. Same et 
al. By Examiner Leland F. James. Switching charges, Bossier 
City and Gas Center, La., to Shreveport, La., on shipments of 
refined petroleum products, destined to non-competitive points 
in Texas, inapplicable in certain instances and reparation rec- 
ommended. Recommends that Commission find that note 1, 
page 23 of Fonda’s I. C. C. No. 267, was an exception to item 
No. 310 of that tariff, and provided for the addition of switching 
charges on shipments covered by that note but that the assailed 
switching charges were inapplicable on shipments not covered 
by note 1. 


E. J. & S. ABANDONMENT 


In a proposed report in Finance No. 8974, East Jordan & 
Southern Railroad Co. abandonment, Examiner R. L. Irwin has 
recommended that a certificate be issued permitting abandon- 
ment by the company of that portion of its line between Marble 
and Bellaire in Antrim county, Mich., but that that part of the 
application relating to abandonment of the line between East 
Jordan and Marble in Charlevoix and Antrim counties, Mich., 
be denied. The entire line extends from East Jordan to Bellaire, 
18.6 miles. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 9190, permitting the Pennsyl- 
vania Railroad Company to abandon a branch line of railroad in 
Lebanon County, Pa., approved. 

Report and order in F. D. No. 9241, authorizing the Chicago, 
Rock Island and Pacific Railway Company to issue not exceeding 
$178,000 of first and refunding mortgage gold bonds, in reimburement 
for capital expenditures heretofore made, said bonds to be pledged 
and repledged as collateral security for short-term notes, approved. 

Report and order in F. D. No. 9223, authorizing the Western 
Maryland Railway Company to procure the authentication and delivery 
of $1,384,000 of first and refunding mortgage 5% per cent gold bonds, 
series A, in partial reimbursement for capital expenditures, approved. 
_ Report and certificate in F. D. No. 9215, authorizing the acquisi- 
tion by the Southern Bell Telephone & Telegraph Company of the 
properties of the Mississippi Telephone Company, approved. 





FINANCE APPLICATIONS 


._ Finance No. 9296. Pittsburgh & West Virginia asks authority to 
issue and pledge $20,000,000 of 6 per cent general mortgage bonds as 
collateral for a loan of $7,608,582, from the’ Reconstruction Finance 
Corporation. The carrier said it had originally asked for a loan of 
7,541,032 and had offered as collateral its stock in the Wheeling & 
Lake Erie and some bonds, but that the application had been modi- 
fied to ask for $7,608,582. 

Finance No. 9288. Maryland & Pennsylvania Railroad Co. asks 
authority to issue $203,000 of first-mortgage 50-year 4 per cent gold 
bonds, to procure authentication and delivery of $500,000 of first 
consolidated mortgage 6 per cent bonds, and to pledge and repledge 
all or any part of the latter issue from time to time as collateral 
Security for short term notes. It is proposed to pledge the first mort- 
gage bonds with the trustee under the first consolidated mortgage. 

Finance No. 9290. Joint application of Zanesville & Western Rail- 
way Co. and New York Central Railroad Co. for authority to abandon 
Portion of the Cannelville branch of the Z & W., extending from 
Buckeye to Cannelville, O., 5.5 miles. 

Finance No. 9274. Second amended application of Chicago, North 
Shore & Milwaukee Railroad Co. for leave to issue its first and 
refunding 5.5 per cent gold bonds in the par value of $2,722,000, and 
for further relief in the matter of the issue of short term notes. 
This amendment was filed for the purpose of the clarification and the 
furnishing of data and information requested by the Commission. 

Finance No. 9292. St. Louis-San Francisco Railway Co. asks 
authority to issue and pledge $946,000 prior lien 6 per cent gold bonds, 
Series E, and issue and pledge $1,682,000 consolidated mortgage 6 per 
cent gold bonds, series B, and to issue, from time to time, not ex- 
ceeding $1,682,000 consolidated mortgage 6 per cent gold bonds, 
Series C, for the conversion of said consolidated mortgage 6 per 
cent gold bonds, series B. 

_, Finance No. 9293. St. Louis, San Francisco & Texas Railway Co. 
asks authority to issue its demand promissory note or notes in the 
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aggregate principal amount of $26,014.05 and to deliver the note or 
notes to the St. Louis-San Francisco Railway Co. 

Finance No. 9294. Fort Worth & Rio Grande Railway Co. asks 
authority to issue its demand promissory note or notes in the aggre- 
gate principal amount of $49,569.87, and to deliver said note or notes 
to St. Louis-San Francisco Railway Co. 

Finance No. 9295. Birmingham Belt Railroad Co. asks authority 
to issue its demand promissory note or notes for $6,671.10, and to 
deliver the said note or notes to the St. Louis-San Francisco Railway 
Company. 

Finance No. 8098, application of Southern Pacific Railroad Co. 
and Southern Pacific Co. to construct track in and near Stockton, 
Calif. Finance No. 8161, Western Pacific Railroad Co. application to 
construct new line in and near Stockton, Calif. Finance No. 8198, 
Atchison, Topeka & Santa Fe Railway Co. application to construct 
extension or spur in San Joaquin county, Calif. Applicants filed sup- 
plemental application setting forth that agreement had been reached 
whereby the city of Stockton shall ultimately be the owner of all 
trackage to be constructed by applicants and that such trackage 
shall be operated by applicants through an operating association 
composed of applicants. Commission approval of plan and certificate 
of public convenience ard authority asked. 

Finance No. 9307. Quanah, Acme & Pacific Railway Co. asks 
authority to issue $87,000 of first mortgage 6 per cent gold bonds 
and to deliver them to the St. Louis-San Francisco Railway Co. in 
payment of indebtedness. 


PETITIONS FOR REHEARING, ETC. 


No. 17000, part 7, grain and grain products within western district, 
ete., rate structure investigation. Memphis Merchants’ Exchange 
asks further reopening, so as to permit testimony by it, showing the 
prejudicial effect of the Commission’s findings upon the Memphis 
market in connection with rates, rules and regulations applying on 
grain, grain products and related articles, published in tariffs which 
became effective August 1, 1931. 

Finance No. 8957. Seaboard Air Line abandonment. Railroad 
Commission of S. C. asks reopening and further hearing. 

No. 18101 (Sub. 1), Transcontinental Oil Co. vs. A. T. & S. F. et al., 
and No. 18101 (Sub 2), Shaffer Oil & Refining Co. vs. A. T. & S. F. 
et al. Complainants ask reopening and/or rehearing in matter of 
reparation. 

No. 20337, Leonard, Crossett & Riley, Inc., et al. vs. A. H. T. 
et al., and cases grouped therewith. Northwestern Potato Exchange, 
Inc., complainant in No. 20853, Northwestern Potato Exchange, Inc., 
et al., vs. A. & S. et al. (one of cases grouped herewith), asks re- 
opening for purpose of vacating reparation order of March 7 and 
affording Northwestern Potato Exchange, Inc., opportunity to prove 
that it was consignor of shipments on which reparation was awarded, 
that the shipments were sold on a delivered basis and that it was 
accordingly, entitled to the reparation. 

No. 25075, Adel Oil Co. et al. vs. A. V. I. et al. 
Corporation permitted to intervene. 

No. 24914 (Sub. 1), Jessup & Moore Paper Co. vs. B. & O. et al. 
Internation] Paper Co. permitted to intervene. 

No. 25053, James G. McCarrick Co. vs. Railway Express Agency, 
Inc., et al. Gulf Fruit & Vegetable Co., Inc., permitted to intervene. 

Finance No. 9109, application of Pennsylvania for certificate to 
operate certain car ferries across Lake Michigan, etc. Wisconsin & 
Michigan Transportation Co. permitted to intervene. 

Fourth Section Application 13425, cement from Glens Falls, N. Y. 
Petition of W. S. Curlett for modification of Fourth Section Order 
9838, as amended, cement from Glenns Falls, N. Y., entered in said 
application, denied, sufficient justification not having been shown. 

No. 21288, Superior Zinc Corporation vs. Pennsylvania et al. 
Order modified to become effective on or before April 18, 1932, upon 
not less than 10 days’ instead of 30 days’ notice, in so far as it 
requires the establishment and maintenance of rates prescribed therein 
from Port Norfolk, Va., to Bristol, Pa. 

Ex Parte No. 96, through routes and joint rates between Inland 
Waterways Corporation and other common carriers. The effective 
date of order of April 8, 1929, in this proceeding, as subsequently 
amended, is further postponed until October 25, 1932. 

No. 22723 (and Sub. 1), Southern Traffic Association vs. N. Y. C. 
et al. Order further modified to become effective on July 7, 1932, upon 
not less than 30 days’ notice instead of May 7, 1932. 

No. 22972, Boston Excelsior Co. vs. A. C. L. et al. Order modified 
to become effective on June 1, 1932, upon not less than 30 days’ 
notice instead of May 2, 1932. 

No. 24824, A. K. Foss vs. N. C. & St. L. 
hearing. 

No. 21578, Jonesboro Freight Bureau et al. vs. L. & N. R. R. 
et al. Complainants have filed a motion asking that the order en- 
tered on March 14, 1932, reopening this proceeding for further hearing 
with Docket No. 16323, Scott County Milling Co. vs. Butler County 
R. R. et al., be rescinded and set aside. 

No. 22965, M. A. Bell Company et al. vs. Ann Arbor et al. Com- 
plainants and certain interveners have filed their third petition for 
reopening and further hearing and/or reconsideration. 

No. 23649, Meridian Fertilizer Factory et al. vs. A. G. S. R. R. 
et al. Complainants ask for reopening and reconsideration by the 
full Commission. 

No. 24285, Traffic Bureau, Lynchburg Chamber of Commerce for 
N. & W. Overall Co. vs. Southern et al.. Complainant asks recon- 
sideration of facts of record as made, or in the alternative, reopen- 
ing for taking of additional evidence. 

No. 24080, A. B. Marcus Co. et al. vs. St. L.-S. F. et al. Com- 
plainants, in a second petition, ask reopening for consideration be- 
fore entire Commission and vacating and setting aside order of division 
3 in connection therewith. 

No. 20056, Lowry Fruit Co. vs. L. & N. et al., and No. 20168, and 
Sub. 1, C. W. Henderson Co. et al. vs. Y. & M. V. et al. Lines in 
southern territory, by J. E. Tilford, agent, defendants herein, ask 
that effective date of orders herein be postponed pending decision of 
Commission in No. 22450, Mississippi Vegetable Shippers’ Bureau et 
al. vs. A. & R. et al. 

No. 9987, Michigan Paper Mills Traffic Association vs. A. T. & 

Complainant asks rehearing and/or reconsideration on 


Shell Petroleum 


Complainant asks re- 


S. F. et al. 
record as made and issuance of corrected report, that will restrain 
the carriers, defendants herein, from publishing rates that will ap- 
proximately restore the undue preference to Wisconsin and undue 
prejudice against complaints that existed in 1917 when original com- 
plaint was filed. 

1. & S. Dkt. No. 3708, furniture from and to official territory. 
The Furniture Manufacturers’ Traffic Committee of New England 
asks that the Commission vacate its order dated February 24, 1932, 
in this proceeding in so far as it directs the postponement of can- 
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cellation oe on furniture, L. C. L., from Southern points 
to Trunk Line and New England territories. 


SUSPENDED TARIFFS 


In I. and S. No. 3728, the Commission has suspended from 
April 7 until November 7 schedules in supplement No. 47 to the 
Consolidated Freight Classification, D. T. Lawrence’s I. C. C.- 
O. C. No. 50, E. H. Dulaney’s I. C. C. No. 34 and R. C. Fyfe’s 
I. C. C. No. 19. The suspended schedules propose to establish 
classification ratings on bill of lading forms in official, southern 
and western classification territories on basis of first class, 
less-than-carloads, and third class, carloads. 


In I. and S. No. 3727, the Commission has suspended from 
April 7 until November 7 schedules in supplements Nos. 27, 
28 and 30 to Toll’s I. C. C. No. 1270, supplement No. 221 to 
Johanson’s I. C. C. No, 2008, and various other tariffs. The 
suspended schedules propose to reduce rates applicable on 
canned goods from Pacific Coast and intermediate territory to 
destinations in the mid-western section of the United States. 
The following is illustrative, rates being in cents a hundred 
pounds: 


Canned goods, carloads, from San Francisco, Calif., to Kansas 
City, Mo., and Chicago, Ill., present 128, proposed 105, minimum weight 
pone’ pounds; also present 105, proposed 90, minimum weight 60,000 
pounds. 


EXCESS INCOME REPORTS 


In Finance No. 3633, in the matter of excess income of 
Bessemer & Lake Erie Railroad Co., the carrier has filed a pro- 
test with the Commission against the Commission’s tentative 
recapture report and order requiring payment of $6,906,907.17 
in excess income which is the unpaid balance of $7,349;187.17, 
the amount of excess due the government, according to the re- 
port, covering the last ten months of 1920 and the years 1921 
to 1927, inclusive. Among the contentions of the carrier are 
that the sum directed to be paid is computed on the basis of 
an erroneous statement of value and net railway operating in- 
come of the Bessemer and its leased lines only and is not com- 
puted on the basis of the true value of the railway property of 
or the true net railway operating income of the group of car- 
riers and single system known as the Bessemer-Union system 
which, it is contended, had no excess income. The carrier 
claims values ranging from $141,450,000 in 1920 to $109,650.000 
in 1927 whereas the Commission’s values ranged from $56,125,- 
000 in 1920 to $48,975,000 in 1927. 


VALUATION REPORTS 


Valuation No. 1054, New England Steamship Co. et al., em- 
bracing also No. 1048, The Hartford & New York Transporta- 
tion Co., and No. 941, New Bedford, Martha’s Vineyard & 
Nantucket Steamboat Co., opinion No. B-809, 36 Val. Rep. 741- 
809. As of June 30, 1918, the Commission, by division 1, finds 
final value for rate-making purposes as follows: New England 
Steamship Co., owned and used property, $8,435,000; property 
used but not owned, $1,460,000. Hartford & New York Trans- 
portation Co., owned and used property, $1,790,600; used but 
not owned, $4,800. New Bedford, Martha’s Vineyard & Nan- 
tucket Steamboat Co., owned and used, $365,750; used but not 
owned, $32,000. 

Valuation No. 1019, Chicago, West Pullman & Southern 
Railroad Co., opinion No. B-811, 36 Val. Rep. 814-44. As of June 
30, 1919, the Commission, by division 1, finds final value for 
rate-making purposes of owned and used property, $475,000, and 
used but not owned, $33,000. 


S. A. L. AND SOUTHERN VALUATIONS 


In Valuation No. 1031, Seaboard Air Line Railway Co. et al. 
and valuation dockets grouped therewith, opinion No. B-801, 
35 Val. Rep. 337-882, the Commission, by division 1, as of June 
30, 1918, has found final value for rate-making purposes of all 
properties embraced in the proceeding, used by the Seaboard 
Air Line Railway system for common-carrier purposes, to be 
$141,550,275. 

In Valuation No. 556, Southern Railway Co. et al., and valua- 
tion dockets grouped therewith, opinion No. B-813, 37 Val. Rep. 
1-1058, the Commission, by division 1, as of June 30, 1916, June 
30, 1917, and June 30, 1918, has found total final value for rate- 
making purposes of the properties of the various carriers em- 
braced in the proceeding and used by the respective carriers for 
common-carrier purposes to be $475,188,476, including $6,608,- 
064 for working capital. For the Southern Railway Co. alone 
the Commission found value as follows as of June 30, 1916: 
Owned and used property, $256,630,000; owned but not used, 
$4,265,421; used but not owned, $100,859,221. 
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LOANS TO RAILROADS 


Full control of loans to railroads to help them over diff. 
culties resulting from the depression, in the hands of the Con. 
mission, is proposed in a bill, S. 4290, introduced by Senatgo 
Couzens, Michigan, chairman of the committee on _ interstat, 
commerce. The bill creates a revolving fund of $400,000,0% 
from which money may be taken from the treasury, on certif. 
cate from the Commission for the payment of maturing bonds 
debentures and equipment notes. The Michigan senator gaij 
that no loans would be permitted under his bill, for instance, 
for the payment of operating expenses, taxes or open accounts, 

The bill repeals all those parts of the law creating the Re 
construction Finance Corporation in so far as it relates t 
loans to railroads. Senator Couzens said he expected to ask 
the committee on banking and currency, to which his bill was 
referred, to take up the measure right away. His idea wa; 
that no hearings on the measure would be needed. The text 
of the bill follows: 


Be it enacted, etc., That so much of sections 5 and 8 of the 
Reconstruction Finance Corporation act, as relates to the making 
of loans by the Reconstruction Finance Corporation to aid in the 
temporary financing of railroads and railways engaged in_ inter. 
state commerce, to railroads and railways in the process of con- 
struction, and to receivers of such railroads and railways, is hereby 
repealed. Nothing in this section shall be construed to affect in 
any way any such loan made by the corporation prior to the date 
of enactment of this act. 

Sec. 2. (a) For a period of two years after the date of approval 
of this act any carrier by railroad subject to the interstate com- 
merce act, as amended, may make application to the Interstate 
Commerce Commission for a loan from the United States to meet 
its — bonds, debentures, and equipment indebtedness, set- 
ting forth the amount of the loan, the term for which it is desired, 
the present and prospective ability of the applicant to repay the 
loan, the character and value of the security offered, and the ex- 
tent to which the public convenience and necessity will be served. 
The application shall be accompanied by statements showing such 
facts in detail as the Commission may require with respects to the 
physical situation, ownership, capitalization, indebtedness, contract 
obligations, operation, and earning power of the applicant, to- 
gether with such other facts relating to the propriety and expedi- 
ency of granting the loan applied for, and the ability of the appli- 
cant to make good the obligation, as the Commission may deem 
pertinent to the inquiry. ; 

_,(b) If the Commission, after such hearing and _ investigation, 
with or without notice, as it may direct, finds that the making, 
in whole or in part, of the proposed loan by the United States, for 
one or more of the aforesaid purposes, is necessary to enable the 
applicant properly to meet the transportation needs of the public, 
and that the prospective earning power of the applicant and the 
character and value of the security offered are such as to furnish 
assurance of the applicant’s ability to repay the loan within the 
time fixed therefor, the Commission shall certify to the secretary 
of the treasury its findings of such facts; also the amount of 
the loan which is to be made; the time, not exceeding three year 
from the making thereof, within which it is to be repaid; the terms 
and conditions of the loan, including the security to be given for 
repayment; that the prospective earning power of the applicant, 
together with the character and value of the security offered, fur- 
nish, in the opinion of the Commission assurance of the applicant's 
ability to repay the loan within the time fixed therefor and protection 
to the United States; and that the applicant, in the opinion of the 
Commission, is unable to provide itself with the funds necessary 
for the aforesaid purposes from other sources. 

(c) Upon receipt of such certificate from the Commission the 
secretary of the treasury shall immediately, or as soon as _ prat- 
ticable, make a loan of the amount recommended in such certificate 
out of any funds in the revolving fund provided for in this sec- 
tion and accept the security prescribed therefor by the Commission. 
All such loans shall bear interest at the rate of 6 per cent pe 
annum, payable semiannually, to the secretary of the treasury, and 
to be placed to the credit of said revolving fund. The form of obli- 
gation to be entered into shall be prescribed by the secretary of the 
treasury, but the time, not exceeding three years from the making 
thereof, within which such loan is to be repaid, the security which 
is to be taken therefor, and the terms and the conditions of the loan 
shall be in accordance with the findings and the certificate of the 
Commission. 

(d) The Commission or the secretary of the treasury may call 
upon the federal reserve board for advice and assistance with re- 
spect to any such application or loan. 

(e) There is hereby authorized to be appropriated out of any 
moneys in the treasury not otherwise appropriated the sum of 
$400,000,000, which shall be used as a revolving fund for the pul- 
pose of making the loans provided for in this section. : 

(f) A carrier may issue evidences of indebtedness to the United 
States pursuant to this section without the authorization or approval 
of any authority, state or federal, and without compliance with any 
requirement, state or federal, as to notification. 


The Reconstruction Finance Corporation, in its first quar 
terly report to Congress, shows that up to March 31, it made 
loans aggregating $238,740,000 in 974 transactions, the loans 
having been made to 935 companies and organizations. The 
corporation reported that loans had been curtailed by $7,472,000 
in the period covered by the report. 

Sixteen railroads, the report showed, had received $60; 
790,000, two receivers being included in that list. Banks led 
the list both as to the number having received loans and amount, 
loans in that class having been made to 858 banks totaling 
$158,182,242. 

In approving a partial loan of $7,000,000 in Finance No 
9268, Baltimore & Ohio Railroad Co. reconstruction loan, the 
Commission, by division 4, deferred consideration of that part 
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of the application for loans of $40,000,000 to be made available 
on dates subsequent to May 24, 1932, “pending a more precise 
determination of the applicant’s necessities for the later period, 
after the actual results of operations for intervening months 
are known, and further negotiations on the part of the applicant 
looking toward additional private financing to meet its needs.” 

As to the part of the application seeking a loan to meet 
bank loans due April 26, the Commission said consideration of 
that should also be deferred pending further negotiations on the 
part of the applicant looking toward additional private financing. 
The bank loans due April 26 are as follows: $500,000 to Central 
Hanover Bank & Trust Co., New York; $250,000 to National 
City Bank of New York, and $250,000 to First National Bank, 
Baltimore, Md. 

As to requirements on or before May 24, the applicant ad- 
yised the Commission it needed $8,000,000 for payment of short- 
term loans to “ourselves,” indorsed in blank, due May 25. The 
Commission said the banks concerned in the bank loans, in- 
cluding the “loans to ourselves,” were said to be insisting on 
payment when the loans were due. Discharge of the latter 
obligations, said the report, would release $5,750,000 par value 
of Reading Company first preferred and $12,300,000 of second 
preferred stock, now deposited with Kuhn, Loeb & Co., and 
Speyer & Co., as collateral for the “loans to ourselves.” 

The loan of $7,000,000 is to be applied on the following in- 
debtedness: $2,000,000 for due and unpaid accounts, payable 
vouchers, payable on demand; $2,000,000 for restoration to spe- 
cial funds of temporary borrowings payable on demand; $50,000 
for acquisition of Mt. Jewett, Kinzua & Riterville at price au- 
thorized by Commission, payable on demand; $142,905 for real 
estate in Philadelphia, Pa., $602,000 for real estate in Cincin- 
nati, O., $800,000 for equipment obligations due April 1; $796,000 
for taxes for 1930 due Chicago, Cook county, IIll., April 15; 
$975,000 for equipment obligations due May 1. Security re- 
quired: Pledge of $15,000,000 of applicant’s 6 per cent refund- 
ing and general mortgage bonds, series “B,” of 1995. 

The Baltimore & Ohio, according to the report, estimated it 
would pay into the Railroad Credit Corporation under the mar- 
shalling and distributing plan, 1931 (Ex Parte 103) for 1932 not 
more than $5,287,678 and not less than $5,209,347. For January, 
$248,962 was due and payable to the corporation under the 
marshalling plan. The Commission said the Baltimore & Ohio 
had not yet applied for loans from the Railroad Credit Corpora- 
tion and would not make such application unless unforeseen con- 
tingencies arose. It estimated, said the report, that it would 
earn its fixed charges in 1932, with a margin of $7,063,628, 
which was somewhat in excess of required payments to the 
Railroad Credit Corporation. Estimates of applicant for 1932 
were that a net income, after charges, of $7,063,628 would be 
received, although it had accrued deficits of $958,372 in January 
and $840,827 in February. 

In its report in Finance No. 9244, Florida East Coast Rail- 
way Co. receivers’ reconstruction loan, in which the Commis- 
sion approved a loan of $918,375 to the receivers to meet equip- 
ment trust certificates and interest thereon, the Commission 
said it was estimated that the Florida East Coast would receive 
revenues of approximately $59,762 under the Ex Parte 103 in- 
creases in 1932. Because it is in receivership it is not a party 
to the marshalling and distributing plan and will retain the 
revenues resulting from the Ex Parte 103 increases, 


The Jefferson & Northwestern Railway Co. has applied for 
a loan of $40,000 for three years to meet current expense and 
offers as security a first lien on all its property. 


In a supplemental application, the Chicago, North Shore 
& Milwaukee, in Finance No. 9274, has amended its original 
application in connection with seeking a loan from the Re- 
construction Finance Corporation, so as to obtain authority to 
issue $1,600,000 of notes instead of $1,500,000 of notes and to 
make some other changes. 


The St. Louis-San Francisco has filed a supplemental appli- 
cation for a loan of $12,717,814 from the Reconstruction Finance 
Corporation to take the place of an original application for a 
loan of $17,998,542, of which $2,805,175 has been approved. The 
Money asked for in the supplemental application is desired to 
tetire bank loans aggregating $5,974,722, to pay taxes and to pay 
equipment trust note principal and interest. 

W. H. Bremner, receiver of the Minneapolis & St. Louis 
Railroad Co., has applied for a loan of $3,898,629.50 from the 
Reconstruction Finance Corporation for three years to pay 
$1,185,000 of receiver’s certificates, to replace $15,000 of cer- 
tificates, to pay $950,000 of principal of first mortgage bonds 
and to pay $1,748,629.50 of preferred claims. Receiver’s cer- 
tificates are offered as security for the loan. 

The Pittsburgh & West Virginia Railway Co. has filed a 
supplemental application for a loan of $7,608,582, amending 
original application for a loan of $7,541,032. 


The Fonda, Johnstown & Gloversville Railroad Co. has filed 
an amended application, reducing the amount of loan requested 
from $315,500 to $179,250. 

The Lehigh Valley Railroad Co. has applied for a loan of 
$1,500,000 for three years to pay interest on general consoli- 
dated mortgage bonds due May 1, 1932, and offers as security 
general consolidated mortgage bonds. 

The Fredericksburg & Northern Railway Co. has applied 
for a loan of $15,000 for three years to meet interline traffic 
balances, car service balances, payrolls and bills for materials 
and supplies and to retire a temporary loan of $7,500. It offers 
its promissory notes as security. 

Severe criticism of the Reconstruction Finance Corporation 
for approving the loan to the Missouri Pacific to pay half of 
a loan to J. P. Morgan & Co., Kuhn, Loeb & Co., and the Guar- 
anty Trust Co., was made by Senator Capper, of Kansas, in 
a radio address from Washington April 5. He referred to the 
statement in the report of the Commission in the Missouri 
Pacific case that it approved the loan “with some reluctance.” 

“That banking loan by the big financial institutions was 
made at the time when the dollar’s purchasing power was much 
lower than it is today—when a dollar would buy a little less 
than one bushel of wheat,” said he. “Today it will buy two 
bushels of wheat at Chicago. Other commodity prices are cor- 
respondingly down, though perhaps not to the same extent. 

“In other words, the Reconstruction Finance Corporation 
reached into the federal treasury and gave these banking firms 
dollars worth at least 30 per cent more in purchasing power 
than the dollars they had lent the Missouri Pacific in the first 
place. This in addition to the interest they received on the 
loans. 

“I say the loan was unjustified, contrary to public policy, 
and a moral violation of the terms of the reconstruction finance 
act.” 

The senator expressed the hope that the Couzens bill to give 
the Commission complete control over loans to railroads would 
be passed. 

In Finance No. 9172, Aberdeen & Rockfish Railroad Co. 
reconstruction loan, the Commission, by division 4, has approved 
an application for a loan of $127,000 for three years from the 
Reconstruction Finance Corporation for temporary funding of 
an issue of a like amount of 6 per cent first mortgage gold 
bonds maturing May 1, 1932, and to be secured by the bonds in 
question, provided such bonds are validly extended to mature 
not later than May 1, 1935. 


FIRST R. C. C. REPORT 


Loans either actually made or authorized by the Railroad 
Credit Corporation as of March 31 to railroads to meet their 
fixed interest obligations totaled $16,901,572.50, according to the 
first monthly report of that corporation filed with the Commis- 
sion on April 4. Of that amount, loans so far made totaled $2,- 
363,120, while loans already authorized amounted to $14,538,- 
452.50. 

Collection of increased rates permitted in the Fifteen Per 
Cent Case, 1931, according to the report, totaled $4,068,773.13, 
substantially all of which represented the amount realized in 
January from the increased rates which became effective on 
January 4. 

By the terms of the plan under which the fund is admin- 
istered, the railroads have 40 days after the end of each month 
in which to file with the corporation the amount received from 
rate increases in the specified month and then are permitted 10 
days in which to transmit the funds so derived. The details of 
the operations of the corporation are shown in a balance sheet 
as follows: 


ASSETS 
Investment in affiliated companies..................cceeees $ 2,363,120,00 
Loans made 
PR, ete relish eiindd kaw ded we akdsawdeeSeadwane eae avawen 1,268,214.64 
CE, acl cia Medak ddiseas sous Heebaneadsalevdeveeders 406,865.86 
Reserved for taxes 
Miscellaneous accounts receivable..............e.2eeeeee0- 114.45 


Due from contributing carriers 


EE GI 4.5590 35.06 6550-56546-40406260 0200 EC0s40b es 952.60 

ot nd babs ss Wan osteo hess cddwwsanensd 14,538,452.50 
Loans authorized—contra 

SE te SII, 5.5 ok cas ecudesdiooreccovtsseesees 31,658.18 
December 14, 1931-March 31, 1932, incl. 

TE, Biwi chown ies aU¥ cap aed elses elke ewe cnsdse ccd an $18,609,378.23 
LIABILITIES 

Non-negotiable debt to affiliated companies............... $ 4,068,773.13 

Collections of rate increases under Ex Parte 103 

BE MIND 6590 0004605000 4adneebUoudé6so0csweseeee 14,538,452.50 
Loans authorized—contra 

Income from funded securities............ ccc cece eee eceee 952.60 
Interest accrued on loans to carriers 

SE WIS o's sin sneic0s hbo 0055005 e cen ensdbueerbewseceiucein 1,200.00 


CED... accdnidudtontmcsh deus ndnnvitendl $18,609,378.23 
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NOT GUILTY OF REBATING 


The Commission has made public the following about an 
indictment against the Norfolk & Western: 


On March 29, 1932, after the government had presented its evi- 
dence, Judge Underwood, of the district court for the northern district 
of Georgia, at Atlanta, directed the jury to return a verdict of not 
guilty in the case of United States vs. Norfolk and Western Railway 
Co. The carrier had been indicted for alleged violations of the Elkins 
act in its failure to collect its published charge for handling imported 
newsprint paper ‘from pier to storage’ at its terminals at Lambert’s 
Point, Norfolk, Va. The paper was subsequently transported by rail 
to Atlanta, Ga. A transcript of the court’s charge directing the 
verdict is appended: 

Gentlemen of the jury: This indictment is one against the 
Norfolk and Western Railway Company for alleged failure to col- 
lect a charge set up on the tariffs of the railroad for the handling 
from pier to storage, and the question of the guilt or innocence of this 
defendant depends upon the fact as to whether or not there was 
any such a handling made by the defendant in this case, which was 
not charged for by the railroad, and which should have been charged 
for under the tariffs filed with the Commission. 

“The evidence introduced by the government in this case it seems 
to the court is to the effect that this property or goods, the paper in 
question, was discharged from the hold of the vessel onto the apron 
of the pier, and carried inside of the building, which was covered with 
a roof and with sides, and there placed in storage like other articles, 
ready for reconsignment or reshipment, and that certain service of 
the goods was by the stevedores and not by the railroad, and that 
the stevedores got pay for that service. 

“So the sole question remains as to whether or not the movement 
of the paper after same had been placed in the warehouse, another 
part of the warehouse, or to an adjacent building connected with it 
by a runway, constituted moving the paper from pier to storage, 
or was merely a transfer of the paper after the same had been in 
storage for the convenience of the carrier. The charge is of giving 
a rebate or concession to a shipper, which was unfair or unlawful. 
It is possible that such handling might constitute a preference or a 
concession or a rebate, if it is such handling as should be charged 
for in the tariffs filed, but that would be a different case from the 
one that is submitted to you here. The case submitted here is one 
of a definite charge for the service of moving from pier to storage. 

“The court is of the opinion that there is not sufficient evidence 
in this case to submit it to you for your consideration on that point, 
since the court is of the opinion that that charge was taken care of 
in the stevedores’ charge. The railroad did not perform the service 
and was not compelled to make a charge for a service they had not 
performed. The court therefore directs you to return a verdict of not 
guilty in this case.’’ 


ERIE CRANE CHARGES 


The Commission has made public the following statement: 


On March 30, 1932, at Buffalo, N. Y., at the close of a three days’ 
trial a jury returned a verdict of guilty on each count of an indict- 
ment in two counts against the Erie Railroad Co. for failure strictly 
to observe its published tariffs in violation of section 1 of the 
Elkins act. 

Shipments of asphalt paving block from Hastings on the Hudson, 
N. Y., had moved in two barges of the Marine Transit Corporation 
to Buffalo where they were transferred from the barges to Erie rail- 
road cars by means of a caterpillar crane after which they were 
transported from Buffalo to Bradford, Pa., over the Erie Railroad. 
The Erie Railroad paid an outside concern $50 a day rental for the 
crane and operator used in effecting the transfer from barges to rail- 
road cars. At Buffalo the Marine Transit Corporation acted as a 
shipper and prepaid the freight charges from Buffalo to Bradford on 
basis of the Erie’s published rate of $1.80 per ton. 

The defendant contended at the trial that the movement from 
Hastings on the Hudson to Bradford was a continuous through move- 
ment; that the Marine Transit Corporation stood in the position of a 
connecting carrier; and that the transfer by the Erie from barges to 
cars was a necessary and customary incident of through trans- 
portation. 

The government’s contention, and the one that prevailed, was 
that the Marine Transit Corporation did not file tariffs or annual 
reports with the Commission; that it had not subjected itself to the 
jurisdiction of the Commission; that the traffic did not move under 
a joint through rate; that as to these transactions the Marine Transit 
Corporation was merely a shipper at Buffalo; and that the rate factor 
from Buffalo to Bradford, being subject to the interstate commerce 
act, must be governed strictly by the provisions of the tariff naming 
that factor. 

The government proved that the Erie tariff naming the $1.80 rate 
did not provide for the furnishing of any such facility nor for the 
absorption of any of the cost thereof, but that on the contrary 
the tariff, by its terms, was subject to Rule 27 of the official classi- 
fication which specifically provided that freight carried at carload 
rates must be loaded by the owners of the freight. 

Another ground of defense offered by the Erie was that in paying 
for the crane service it merely acted as agent for the Marine Transit 
Corporation and intended ultimately to collect it back. The govern- 
ment proved by the defendant’s own traffic officials and by their own 
correspondence that the Erie paid for the crane service and that there 
never was any intention to collect the money back from the Marine 
Transit Corporation. 

The Erie did collect the money back from the Marine Transit 
Corporation but this was done only after subpoenas had been served 
on its employes to appear before the grand jury and only one day 
before the grand jury proceeding. This mere gesture on the part of 
the Erie was not however allowed to affect the prosecution for the 
offense that had already been consummated. . 

The court imposed the minimum fine of $1,000 on each count, 
making a total fine of $2,000. Attorney Flood of Bureau of Inquiry 
represented the Commission at the trial of this case. 





STATUS OF C. N.S. & M. 
The Department of Justice has announced that it has under 
consideration the question of appealing from the decision of the 
federal court for the northern district of Illinois that the Chi- 
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cago, North Shore & Milwaukee is an electric interurban raj 
road not subject to section 20a of the interstate commerce ag 
governing the issuance of securities by railroads. (See Tragft, 
World, March 26, p. 669.) 


LONG ISLAND TRACKAGE 


The Transit Commission of New York, in equity No. 66-25 
Transit Commission vs. United States, Long Island Railroaj 
Co. and Pennsylvania Railroad Co., has asked the federal cour 
for the southern district of New York for an injunction fo. 
bidding the enforcement of the Commission’s order or certificate 
of convenience and necessity, in Finance No. 7308, Long Islan 
trackage. The Transit Commission alleged that the federa| 
body was without power to grant a certificate pertaining t 
trackage under which the Long Island takes its trains into the 
Pennsylvania station on Manhattan Island, at an increase 
rental of $1,000,000 a year. It claims that it has full jurisdictio, 
over the matter of trackage within New York because Congres 
did not confer jurisdiction on the federal regulating body. 

According to the Transit Commission the certificate grante 
by the federal body, if legal, would enable the Pennsylvania t 
impose excessive expenses on the intrastate traffic of the Long 
Island and thereby subject the state of New York and the 
Transit Commission to irreparable loss, damage and injury. 
It pointed out that in 1923 the trackage matter was brought 
to it with a proposal that the Long Island pay additional rental 
of $1,000,000 and that concurrently therewith it was proposei 
to increase the commutation fares to enable the Long Island t 
pay the higher rental. 


A. C. L. ACCOUNTING 


The Commission, by division 4, in No. 25170, Accounting for 
capital items, in re: Atlantic Coast Line Railway Co. and At 
lanta, Birmingham & Coast Railroad Co., has instituted an in 
quiry into the methods employed by the A. C. L. in accounting 
for its investments in the capital stock of the A. B. & C., and 
into the methods employed by the A. B. & C. in accounting for 
its liability for capital stock issued by its and for its investment 
in its road and equipment. : 

The question of accounting for the investment of the A. B. 
& C. in its road and equipment has been before the Commission 
at various times since the A. C. L. acquired that property. Ques 
tions in respect of the accounting were treated in a formal re 
port in Finance No. 5454, 158 I. C. C. 6. The questions involved 
in that controversy were taken to the court by the carrier. 


4 PARCEL POST RATES 


Postmaster General Brown has announced that the revised 
parcel post rates approved by the Commission March 15 will 
become effective October 1. 

“In accordance with the suggestion of the Commission that 
the effective date of the new schedules be postponed for a time 
sufficient to permit parcel post shippers to revise their price 
lists and catalogs, the Postmaster General invited the views of 
parcel post patrons as to the reasonableness of July 1 to inav- 
gurate the new rates,” said the department. “After hearing 
representatives of the principal shippers Monday, the Post- 
master General announced October 1, 1932, as the effective date. 
This will give all concerned adequate opportunity to adjust their 
catalogs, price lists and other kindred matters. 

“By October 1 it is hoped that business conditions will 
enable both shippers and their customers to absorb the moderat¢ 
increases ordered without undue hardship. 

“It is estimated that the increases will net the Post Office 
Department $7,500,000 on the annual basis and enable it to 
reduce its present apparent loss on this class of traffic.” 


CHANGES IN DOCKET 


Hearing in No. 24757, Limestone Products Corporation of Amer- 
ica vs. L. & H. R. Ry. et al., assigned for April 4, at Washington, 
D. C., before Examiner Glenn, was canceled and reassigned for Apri! 
6, at Washington, D. C., before Examiner Glenn. 

Argument in No. 24054, General Plastics, Inc., vs. N. Y. C. R. R. 
et al., assigned for April 8, at Washington, D. C., was cancelled. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
March 1-14, inclusive, was 705,873, as compared with 721,615 
cars the preceding period, according to the car service division 
of the American Railway Association. It was made up 4s 
follows: 

Box, 304,768; ventilated box, 1,869; auto and furniture, 53,883: 
total box, 360,520; flat, 24,758; gondola, 152,656; hopper, 117,442; total 


coal, 270,098; coke, 1,327; S. D. stock, 27,646 D. D. stock, 4,427; re- 
frigerator, 14,470; tank, 640; miscellaneous, 1,987. 


Canadian roads reported a surplus of 44,360 cars, made UP 
of 37,800 box, 1,875 auto and furniture, 1,650 flat, 975 gondola, 
1,200 S. D. stock, 100 refrigerator and 760 miscellaneous cars. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Mississippi, Division B.) Tariffs, rules 
and regulations adopted by Interstate Commerce Commission are 
controlling in interstate shipments. (Mobile & O. R. Co. vs. 
Jensen, 139 So. Rep., 840.) 

Regulations of Interstate Commerce Commission regarding 
interstate shipments have effect of law and cannot be amended 
by oral agreement.—Ibid. 

Contract between interstate shipper and carrier consists of 
pill of lading and tariffs, schedules and regulations of Interstate 
Commerce Commission.—Ibid. 

Only way interstate shipper and carrier can provide for 
shorter notice of arrival of shipment than 24-hour period, pro- 
vided by regulations of Interstate Commerce Commission, is by 
written contract expressly providing therefor. 

Only way interstate shipper and carrier could provide for 
giving of shorter notice than the 24-hour period was by written 
contract expressly providing for the shorter period, since the 
tariffs, rules, and regulations of the Interstate Commerce Com- 
mission governing interstate shipments and making provision 
for quick delivery of highly perishable freight expressly pro- 
vides that notice of arrival shall be sent or given consignee or 
party entitled to receive same by railroad’s agent in writing, 
or in lieu thereof as otherwise agreed in writing by said rail- 
road and consignee, within 24 hours after arrival of car and 
billing at destination.—Ibid. 

In suit by interstate shipper against carrier, copy of regu- 
lations of Interstate Commerce Commission governing shipment, 
certified to by commission’s secretary, held properly admitted 
(Code 1930, Sec. 1583) .—Ibid. 





(Court of Civil Appeals of Texas, Waco.) Evidence held 
not to show that case of clothing was delivered by consignor 
to defendant so as to render it liable for loss thereof during 
transit. (Universal Carloading & Distributing Co. of Texas vs. 
Dreyfuss & Son, 46 S. W. Rep. (2nd) 378). 





DELAY IN TRANSPORTATION OR DELIVERY 


(Supreme Court of South Carolina.) Motion picture ex- 
hibitor’s complaint held to state cause of action for actual and 
punitive damages for defendant express company’s delayed 
delivery of films. (Pastime Amusement Co. vs. Southeastern 
Express Co., 162 S. E. Rep. 621.) 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, D. Kansas, Second Division.) Private motor 
carriers are subject to state regulation for public safety. (Conti- 
nental Baking Co. et al. vs. Woodring, 55 Fed. Rep. (2nd) 347). 

Statute held intended to confine control of private motor 
carriers to taxation and public safety matters (Laws Kan. 1931, 
c. 236).—Ibid. 

Statute taxing and regulating motor carriers, though ex- 
empting vehicles operating wholly within city, held not dis- 
criminatory against “private carriers” (Laws Kan. 1931, c. 236, 
Sec. 2).—Ibid. 

Statute taxing and regulating motor carriers, but exempting 
Private carriers operating within 25 miles beyond city, held not 
to exempt carriers traversing area on journey across state 
(Laws Kan. 1931, c. 236, Sec. 2). 

Laws Kan. 1931, c. 236, Sec. 2, exempting from operation 
of statute motor carriers operating wholly within any city or 
Village of state, or private motor carriers operating within 
radius of 25 miles beyond corporate limits of city or village, 
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was not construable as stated, since practical result of such 
construction would be to exempt all private carriers from tax, 
and since probably every highway in state was within 25 miles 
of some city or village. Legislature intended to exempt those 
vehicles which regularly and habitually within limits of city, 
such as delivery trucks of retail store.—Ibid. 

Statute taxing motor carriers, but exempting those operat- 
ing exclusively within city and private carriers operating within 
radius of 25 miles beyond its limits, held to exempt carriers 
having established business place or established delivery point 
-. city, with trucks domiciled therein (Laws Kan. 1931, c. 236, 

ec. 2). 

Phrase exempting private carriers who operate within 
“radius” of 25 miles beyond corporate limits of “such city” or 
any village must be read in connection with first phrase of 
sentence exempting all motor carriers operating wholly within 
any city or village, and, when thus read together, word “such” 
refers to motor carriers “who operate wholly within any city.” 
Use of word “radius” indicates a center, and that center must 
be the city.—Ibid. 

Under statute exempting from tax private motor carriers 
operating within 25 mile radius beyond city, trucks going be- 
yond limits held taxable only as to excess (Laws Kan. 1931, c. 
236, Sec. 2).—Ibid. 

Legislature taxing private motor carriers held authorized 
to empower Public Service Commission to require bookkeeping 
and reports accurately reflecting mileage (Laws Kan. 1931, c. 
236, Sec. 5).—Ibid. 

Court could not assume that commission, authorized to 
require bookkeeping and reports reflecting mileage of carrier’s 
trucks as taxation basis, would go further, but, if so, regula- 
tion, not statute, would be invalid (Laws Kan. 1931, c. 236, 
Sec. 5).—Ibid. 

Statute authorizing commission to regulate private motor 
carriers in relations with traveling and shipping public, and 
method of operation, held to empower commission merely to 
impose regulations protecting highways and other travelers 
and shippers theeron (Laws Kan. 1931, c. 236, Sec. 5).—lIbid. 

Statute, construed as authorizing commission merely to re- 
quire of motor carriers bookkeeping and reports accurately re- 
flecting mileage and make regulations protecting highways and 
travelers and shippers thereon, held not invalid as imposing on 
private carriers obligations of common carriers (Laws Kan. 
1931, c. 236, Sec. 5).—Ibid. 

Provision extending laws respecting power of Public Service 
Commission over common carriers to all “such” motor carriers 
held not to refer to private carriers (Laws Kan. 1931, c. 236, 
Sec. 5).—Ibid. 

Statute requiring private motor carriers to procure license 
and give information held not invalid (Laws Kan. 1931, c. 236, 
Secs. 7, 8).—Ibid. 

Statute requiring trucks of motor carriers to be main- 
tained in safe and sanitary condition held valid as regards 
private carriers (Laws Kan. 1931, c. 236, Sec. 22).—Ibid. 

Statute directing commission to require drivers of private 
motor carriers to be 16 years old, of good moral character, and 
competent to operate truck, held valid (Laws Kan. 1931, c. 
236, Sec. 22). 

Statute authorizing commission to regulate hours of service 
for truck drivers held valid, as regards private carriers (Laws 
Kan. 1931, c. 236, Sec. 22).—Ibid. 

Statute taxing and imposing safety regulations upon motor 
carriers held not invalid, as regards private carriers, in author- 
izing commission to promulgate regulations to effectuate pur- 
poses of act (Laws Kan. 1931, c. 236, Sec. 22).—Ibid. 





(District Court, W. D. Washington, S. D.) State Depart- 
ment of Public Works could sue to set aside order of Inter- 
state Commerce Commission fixing differential in freight rates 
(28 USCA, Secs. 41 (28), 46-48; 49 USCA, Sec. 55; Rem. Comp. 
Stat. Wash. Sec. 10389, 10450, 10783, 10784). (Department of 
Public Works vs. United States, 55 Fed. Rep. (2nd) 392). 

Joint resolution authorizing Interstate Commerce Commis- 
sion to consider prevailing conditions in fixing rates should not 
be considered as making unlawful rates and practices there- 
tofore lawful (49 USCA, Sec. 55).—Ibid. 

In suit to set aside order of Interstate Commerce Commis- 
sion, court could not entertain complaint that railroad, not 
party to suit, was prejudiced (28 USCA, Secs. 41 (28), 46-48; 49 
USCA, Sec. 55).—Ibid. 

Finding of Interstate Commerce Commission that state rate 
on intrastate commerce causes undue discrimination against 
interstate commerce is binding if supported by evidence (28 
USCA, Secs. 41 (28), 46-48).—Ibid. 

All evidence must be before court, to authorize determina- 
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tion whether order of Interstate Commerce Commission is sus- 
tained by evidence (28 USCA, Secs. 41 (28), 46-48).—Ibid. 
Failure to present exhibits to court prevented consideration 
of sufficiency of evidence to sustain order of Interstate Com- 
merce Commission (28 USCA, Secs. 41 (28), 46-48).—Ibid. 





(Municipal Court of City of New York, Borough of Manhat- 
tan, First District.) Rights and liabilities of parties to inter- 
state shipment depend on federal law, bill of lading, and 
common-law principles accepted and enforced by federal court 
(Interstate Commerce Act, as amended (49 USCA, Sec. 1 et 
seq.)). (Grand Trunk Western R. Co. vs. Makris, 255 N. Y. S. 
443). 

Bill of lading, together with carrier’s filed tariffs, consti- 
tute contract of carriage.—lIbid. 

Consignor of shipment is ordinarily and primarily liable for 
freight charges.—lIbid. 

Consignor held liable to connecting and delivering carrier 
for freight charges not collected from consignee, where consig- 
nor failed to sign stipulation in bill of lading providing for limi- 
tation on consignor’s liability for freight charges (Interstate 
Commerce Act. Sec. 20, par. 11, as amended (49 USCA, Sec. 20, 
par. 11)).—Ibid. 

Terms of bill of lading cannot be waived by initial or con- 
necting carriers in interstate commerce.—Ibid. 

Consignor of interstate shipment held liable to delivering 
carrier for storage charges on goods not called for after arrival 
at destination, where bill of lading provtded consignor should be 
liable for all lawful charges (Interstate Commerce Act, Sec. 20, 
par. 11, as amended (49 USCA, Sec. 20, par. 11)).—Ibid. 





(Supreme Court of Washington.) Record held to show de- 
partment, granting amended certificate to motor carrier, in- 
tended to authorize through service from points in Eastern 
Washington to points between Seattle and Easton, and vice 
versa; hence, local carrier between Seattle and Easton was not 
entitled to injunction against such service. (North Bend Stage 
Line, Inc., vs. Washington Motor Coach Co., Inc., 8 Pac. Rep. 
(2nd) 302). 





(Kansas City Court of Appeals, Missouri.)—When motion 
for rehearing is sustained, case stands just as it was when first 
filed in appellate court, and there must be actual resubmission 
and rehearing de novo. (Ward vs. Western Union Telegraph 
Co., 46 S. W. Rep. (2nd) 268). 

In rehearing after Supreme Court quashed original opinion 
of Court of Appeals, appellant could make assignments and pre- 
sent points in brief as if case had never been heard before. 
—Ibid. ; 

Petition in action for penalty on account of failure to trans- 
mit and deliver telegram held to allege intrastate transaction, 
where attacked for first time on appeal (Rev. St. 1919, Sec. 
10136). 

Petition alleged that defendant was engaged in business of 
transmitting telegraphic messages, among other places from 
city of Kirksville to city of Monroe, each of such cities being 
within the state of Missouri; also the delivery of message to 
defendant at Kirksville for transmission to addressee at Monroe; 
and failure to deliver. There was no demurrer, nor motion for 
judgment on the pleadings, nor demurrer to evidence. Case 

s submitted without request for declarations of law and 
findings of fact.—Ibid. 

Objection that petition fails to allege intrastate transaction 
in action ‘to recover penalty for failure to deliver telegram 
comes too late when made for first time on appeal (Rev. St. 
1919, Sec. 10136; Rev. St. 1929, Sec. 1099). 

The objection comes too late because the defect, if any, 
was obnoxious to demurrer, and the allegation of intrastate 
transaction was essential to recovery by plaintiff.—Ibid. 

Where proof shows that telegram, if sent, would have tra- 
versed regularly established route from one point in Missouri 
to and through points in Kansas to point of delivery in Missouri, 
message held “interstate commerce” and sender not entitled 
to penalty under state law for failure to deliver (Rev. St. 1919, 
Sec. 10136).—Ibid. 

Judgment for plaintiff in action to recover penalty for fail- 
ure to deliver intrastate telegram implies finding that transaction 
was intrastate commerce, where there is no express finding.— 
Ibid. 

In action to recover penalty provided by state law for failure 
to deliver telegram, burden is on plaintiff to show that telegram 
was intrastate (Rev. St. 1919, Sec. 10136).—Ibid. 

Delivery of message for transmission over regularly estab- 
lished interstate route is “interstate commerce” whether message 
was transmitted or not from the initial point.—lIbid. 
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As to what constitutes interstate commerce as applied t 
telegraph messages, federal decisions are controlling.—Ibid, 

Motion for new trial on grounds that judgment was agains 
evidence and weight thereof and the law held sufficient to raise 
question whether there was any evidence to support judgment 
—Ibid. 

Delivery for transmission from one point to another withip 
same state raises presumption that telegram was intrastate 
Ibid. 

Where presumption that telegram was intrastate was over. 
come by facts showing that it was interstate, as to which plaip. 
tiff introduced no rebuttal, presumption disappeared, and inter. 
state nature of transaction appeared as matter of law.—Ibiq, 





hi a ee 
Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





(District Court, S. D. New York.) Steamship passenger 
purchasing steamship ticket from New York to Havre, France, 
and a separate railway ticket from Havre to Paris, and receiy- 
ing trunk check reading from New York to Paris, could not 
recover from steamship carrier for trunk lost on railway be. 
tween Havre and Paris. (Wiener vs. Compagnie Generale Trans. 
atlantique, 55 Fed. Rep. (2nd) 252). 


In absence of special contract, carrier must carry safely 
only to end of its own line and deliver to next on-carrier in 
route.—Ibid. 

Contract with carrier to carry beyond its own line will not 
be inferred from doubtful expressions, but only from clear and 
satisfactory evidence.—Ibid. 





(District Court, S. D. New York.) Buyer paying 75 per cent 
of price of oil, incurring expense of transporting it from ship, 
and chartering barge, which sank with oil consigned to buyer, 
could recover from barge owner for loss, even if it did not 
have title to oil. (The Fred E. Hasler, 55 Fed. Rep. (2nd) 389). 





(District Court, S. D. New York.) In proceedings for limi- 
tation of liability, evidence required finding that vessel was 
unseaworthy on leaving for foreign voyage. 


Evidence disclosed that the vessel before departing was 
found to have a steady leak near the juncture of her stem and 
the ends of the planking, and that three days after voyage was 
commenced considerable leaks developed, two of which were 
found sufficient to admit 3% inches of water per hour. The 
vessel was towed to Havana, and underwent extensive repairs, 
but similar leaks developed after leaving Havana. There was 
also evidence that at time of her launching the vessel was not 
well constructed, and in course of previous service had been 
subjected to some abuse and had developed camber of more 
than ordinary size, and had been successively repaired. (The 
Malcolm Baxter, Jr., 55 Fed. Rep. (2nd) 312). 


Owner of vessel who failed to have thorough inspection 
made before voyage held not entitled to limit liability for cargo 
damage resulting from unseaworthiness.—lIbid. 


Where breach of warranty of seaworthiness was effective 
and continuing cause of frustration of voyage, owner of vessel 
held not relieved because of embargo.—Ibid. 


ABOLITION OF I. C. C., ETC. 


In line with views recently expressed by him in the Senate, 
Senator Lewis, of Illinois, has offered a resolution providing for 
creation of a Senate committee to investigate and report as to 
the advisability of and the advantages in the consolidation of 
bureaus of government. Among proposed changes the com: 
mittee would inquire into under the resolution are abolishment 
of the Interstate Commerce Commission and the transfer of all 
the duties now defined to that body to the federal courts, 
authorizing those courts to take immediate jurisdiction of any 
dispute as to freight or passenger rates or as to consolidation 
and amalgamation of lines of railway or shipping, including 
jurisdiction over railroad securities; and the consolidation and 
amalgamation with the Department of Commerce of all bureaus 
of transportation by land or water, such as the Shipping Board, 
and transfer of certain duties to the courts. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


The revival of activity in the full cargo grain trade has con- 
tinued in the last few days, with the result that brokers are 
more hopeful that it will prove to be more than a flurry. Cable 
advices from Europe indicate a serious shortage of wheat in 
Europe and that France may be forced to increase its import 
quota on wheat. London cables also indicated that demand 
for tonnage for account of the Brazilian government is likely 
to increase and that a number of vessels may shortly be reported 
fixed to load for Brazilian ports. Rates have so far shown little 
change; it will take sustained activity to force them upward. 

Five fixtures from Atlantic Range ports have been reported 
recently, two of them from New York. The most recent Mon- 
treal fixture was that of a steamer taking 20,000 quarters to 
three Scandinavian ports on the basis of 18c for April-May load- 
ing. A fixture for Brazil was accepted on the basis of 12s 3d 
from the Atlantic Range to Bahia or Rio, with option of Gulf 
loading at 12s 9d for first half May. 

Stagnation in the coal trade, which has obtained for some 
weeks past, continued. Several transatlantic sugar cargoes 
were taken, at rates which were virtually the same as last 
reported. The West Indies time charter trade also continued 
its moderate activity but general time charters were very dull. 
The tankers trade also appears to have lapsed into its previous 
lethargy. 

March was dull in the full cargo trades on the Pacific coast, 
according to the monthly freight market letter of the General 
Steamship Corporation. Only a few wheat fixtures were con- 
summated and about half a dozen short term single trip time 
charters; otherwise, except for a continuance of activity in the 
tankers trade, the market was stagnant. The outlook for April, 
the report continues, offers no encouragement as there is ap- 
parently no new full cargo business in the market. 

The grain cargoes were for the United Kingdom or Conti- 
nent and were fixed at rates ranging from 23s to 24s. The latter 
figure was duplicated in a fixture reported a few days ago from 
Vancouver to United Kingdom-Continent. 


The United States Atlantic and Gulf West Coast of Mexico, 
Central and South America Conference announces to exporters 
to Colombia that, effective on and after April 4 and until further 
notice the conference lines will assess additional port charge of 
2 cents a ton of forty cubic feet, or 2,240 pounds, carrier’s 
option, on all cargo forwarded from New York and/or New 
Orleans and destined for Bueneventure and Tumaco, Colombia. 

The O. S. K. Line has received a message from Shanghai 
advising that the traffic, having been restored to normal] con- 
dition, both outward and inward cargo can be handled there 
without difficulty. 

According to rumors current in the shipping trade, the 
Houston Line is considering withdrawal from the River Plate 
conference. Confirmation of the report was not obtainable at 
the offices of the Barber Steamship Lines, agents in New York 
for the Houston Line. The line maintains a monthly service 
from Montreal and New York to the River Plate ports. For 
some time past there has been serious dissension among the 
lines in both the River Plate and Brazil trades, especially on 
the subject of differentials between the A. and B. lines. At 
Present this differential is only 5 per cent and the B. lines feel 
that this is not sufficient to protect them against diversion 
of cargo to the faster ships. 

A controversy has broken out in the Gulf-United Kingdom 
conference as a result of the request of the Waterman Steam- 
ship Company, of Mobile, for elimination of arbitrary charges 
over basic rates for the carriage of lard in the refrigerator 
space now being installed on four vessels of that line. It is 
learned that some of the competing lines are insisting that the 
usual arbitrary of 15c a hundred pounds additional be charged 
for the carriage of lard in cooled space. The Waterman Com- 
Dany holds that the carriage of lard from Southern ports does 
hot require a temperature lower than 55 to 60 degrees and that 
insistence by the conference of an arbitrary charge of 15c 
would place the new refrigerator steamers at a disadvantage 
over vessels with ventilated space operating from North Atlantic 
Ports and from Montreal. 

Emmett J. McCormack, vice-president and treasurer of 
Moore & McCormack, has been nominated for the presidency 





of the Maritime Association of the Port of New York (Mari- 
time Echange), to succeed John Dowd, who declined re- 
nomination after having served as president of the exchange 
for the last eight years. 

Mr. McCormack’s nomination was unanimous and it is ex- 
pected that he will be unopposed at the election April 29. 

Others nominated as officers of the exchange include How- 
ard E. Jones, president of J. W. Elwell & Sons, vice-president, 
and Fred B. Dalzell, president of the Dalzell Towing Company, 
treasurer. Those nominated as directors are Andrew M. Camp- 
bell, F. D. Denton, John F. Dunphy, Frank Henderson, H. B. 
Walker and William H. Weekes. 

At a recent meeting of the Canal Carriers’ Association, Inc., 
the following officers were elected: W. E, Hedger, president, 
Hedger Transportation Co., Inc.; H. T. Morse, vice-president, 
Munson Inland Water Lines, Inc.; J. H. Muller, treasurer, Trans- 
marine Transportation Corporation; E. J. Cowan, secretary, 
Hedger Transportation Co., Inc. 


SHIPPING BOARD REORGANIZATION 


President Hoover, having some hope that Congress will 
enact legislation reorganizing the Shipping Board in accordance 
with recommendations made by him, has decided not to fill 
the vacancy on that board created by the death of Commis- 
sioner E. O. Plummer. In discussing the subject with newspaper 
correspondents the President said: 


I do not propose to fill the vacancy on the shipping board, created 
by the death of Mr. Plummer, for the present. I am in hopes that 
Congress will pass the legislation necessary to reorganize the whole 
of our merchant marine activities in order that we may make drastic 
reduction of expenditures in this session. If so, the situation as to 
membership of the board might be greatly altered. 

I have pointed out in messages and elsewhere on several occasions 
the importance of this matter in production of sound economy. We 
have merchant marine activities in many different departments and 
independent establishments. We now expend in aid and loans to 
the merchanti marine services, directly and indirectly, about $100,- 
000,000 per annum. We cannot remedy the situation without legis- 
lation. The present shipping board should be abolished. Its ad- 
ministrative functions should be transferred to the departments. 
This is not a criticism of the board but a criticism of an impossible 
and expensive form of organization and divided responsibility. The 
board was designed originally for regulatory purposes, and was set 
= by Congress independent of the executive. It has been subsequently 
given enormous administrative and financial functions. The President 
has no authority or control over its activities. With regional and 
bipartisan bases of selection, together with independence from all 
control except the indirect pressures of Congress, it has had extreme 
difficulty in functioning cohesively, and in any event no board or 
commission can successfully function in executive work. Moreover, 
the board’s authority in certain matters is divided with the postmaster 
general. We are under the law given ship subsidies as mail contracts. 
The postmaster general necessarily looks at them as a matter of mail, 
the shipping board as a matter of trade routes and a matter of 
selling ships with a mail subsidy attachment. There can be no ade- 
quate check or coordinated direction of expenditure or commitments. 

There is a function in regulation of shipping rates which should 
be extended to intercoastal rates and to inland water rates which 
is a much needed function for the development of shipping, and which 
could be administered at a comparatively small sum per annum by 
a new organism comprised of the present members of the shipping 
board, for their experience is most valuable. 

As I have said, there are many other merchant marine activities 
in the government and if we are to secure real economies we must 
have drastic consolidation and more definite responsibility. 


FEDERAL AIDS TO SHIPPING 


Senator McKellar, of Tennessee, has offered in the Senate 
joint resolution requiring the Shipping Board to increase interest 
rates on ship construction loans, prohibiting the board from 
making any further loans, and that the Postmaster General be 
prohibited from entering into any further ocean mail contracts. 

The resolution dealing with the ship construction loan fund, 
which is administered by the Shipping Board, charges that while 
it was intended that loans from the fund would bear from 
3 to 3% per cent interest, the board “made many loans much 
lower than 3 per cent and a number of them at rates as low 
as one-fourth to seven-eighths per cent.” The board justified 
these rates of interest, it is averred, on the ground that the 
government had outstanding obligations on which the rate of 
yield was only one-fourth per cent, ignoring entirely that such 
obligations, if any, were temporary, to be redeemed in a very 
short time, “yet fastening such transient rates on these ship 
loans for periods of twenty years.” 

The law in question provides that the interest on loans 
for ships in foreign trade should be the lowest rate of yield 
(to the nearest one-eighth of one per cent) of any government 
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obligation bearing a date of issue subsequent to April 6, 1917, 
except postal savings bonds. McKellar asserted in his resolu- 
tion it was intended that the government rate of interest re- 
ferred to was the long-term government bond issues and not 
the short-term financing obligations of the Treasury on which 
a very low rate of interest is paid. 

The loan resolution would have Congress, in the absence 
of a judicial decision requiring it, disapprove and reject the 
interpretation as to interest rates made by the board, and direct 
the board to collect increased interest on loans and then would 
forbid the making of further loans. 

Attack on the administration of the ocean mail contract 
provisions of the Jones-White merchant marine act of 1928 is 
made in the resolution relating to that subject. It is charged 
that 44 contracts were let without competitive bidding and are 
void. The resolution would forbid the Postmaster General from 
entering into any additional contracts or make payments un- 
der existing contracts, the resolution conferring jurisdiction on 
the Court of Claims to give contract holders their day in court, 
to the end that the validity of the contracts may be determined. 
McKellar charges in the resolution that favoritism was shown 
certain companies by the Postmaster General in administering 
the provisions of the law. He also attacked the award of a 
mail contract in the Seatrain case. 

McKellar charged that the government stood to lose $15,- 
000,000 by reason of the low interest rates allowed by the 
board. Senator Reed, of Pennsylvania, indicated that both the 
Treasury and the board had resisted the interpretation of the 
law under which the low rates were charged but that the At- 
torney General had advised that there was no other construc- 
tion to be put on the words used by Congress. He thought the 
fault was with Congress because of the language it used but 
McKellar disagreed with that view. Reed said he joined in the 
view that the result was an outrage but that it was the fault 
of Congress. Senator Vandenberg pointed out that the law 
had been amended to provide that loans should bear interest of 
not less than 3 per cent. That action, he said, resulted from 
discovery by him that loans were being made at rates less than 
3 per cent. 

The resolutions were referred to the committee on post 
office and post roads against the wishes of Senator Moses, of 
New Hampshire, who believed they should go to the commerce 
committee. Senator Copeland said he would move a reconsid- 
eration of the action by which the resolutions were referred to 
the post office committee. 


WATER CARRIER AGREEMENTS 


The Shipping Board has approved the following agreements 
filed in compliance with section 15 of the shipping act of 1916: 


Pacific Coastwise Lumber Conference (175): By its terms the 
agreement provides for the association of carriers by water engaged 
in transportation of lumber and lumber products between ports on the 
Pacific coast of the United States and between such ports and ports 
in British Columbia in a conference to be known as Pacific Coastwise 
Lumber Conference. All freight and other charges for transportation 
of lumber or lumber products are to be charged and collected in gold 
coin of the United States or its equivalent on actual gross weight 
or measurement of the cargo carried strictly in accordance with rates, 
charges, rules and regulations to be adopted by the conference. 
Unjust discrimination or the making of discounts, payments, rebates, 
returns, allowances or preferences of any kind or description to 
shippers or receivers of cargo are prohibited. Member lines are not 
to absorb cartage, lighterage or freight charges of connecting carriers 
except as agreed upon by the conference. To guarantee faithful per- 
formance of the agreement and observation of the by-laws and all 
rules and regulations of the conference, each member line is to pay 
to the Conference Board of Governors 10 cents per 1,000 board feet 
of lumber carried by it until the sum specified in the agreement, 
varying in accordance with the number of vessels operated by it in 
the trade, has been deposited. The penalty for willful violation of the 
agreed freight rates is fixed by the agreement at $500 for the first 
offense and $1,000 for each subsequent offense, while willful violation 
of any other terms of the agreement or of the conference rules or 
regulations is to subject the offending carrier to a penalty of $250 for 
the first offense and $500 for each subsequent offense. Member lines 
chartering vessels to non-conference members for operation in the 
trade are required to agree in writing to be responsible for any 
damages to members resulting from violation of the conference agree- 
ment by the charterer or must require the charterer to join the con- 
ference and make the penalty deposit specified in the agreement. No 
member who is not also a member of the Pacific Coastwise Conference 
is to operate or charter any vessel for transportation of any mer- 
chandise other than lumber between ports covered by the agreement 
unless prior to transportation of such merchandise the member or 
charterer shall deliver to the Pacific Coastwise Lumber Conference 
written agreement to abide by the rates, rules and regulations of the 
Pacific Coastwise Conference. No member of the conference may with- 
draw from membership for a period of one year, and thereafter 
only upon six months’ written notice. Any carrier by water engaged 
in transportation of lumber or lumber products in the trade may 
become a member of the conference by agreeing to abide by the 
terms of the agreement and the rules and regulations to be adopted 
by the conference. The Coos Bay Lumber Company, one of the 
signatory parties to the agreement, is stated to be exclusively a 
private carrier engaged in transportation of its own lumber. 

1740—Royal Netherlands Steamship Company with Lykes Brothers 
Steamship Company, Inc.: Agreement covers through movement of 
shipments from United States gulf ports of call of Lykes Brothers to 
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designated ports of call of Royal Netherlands Steamship Company 0) 
the west coast of South America. Through rates are to be same as 
direct line conference rates, and the latter carrier is to absorb cog 
of transshipment at Cristobal. 

1823—American Republics Line with Panama Pacific Line: Agree. 
ment covers through billing arrangement for shipments from South 
American ports of call of American Republics Line to United States 
Pacific coast ports of call of Panama Pacific Line. Through rates 
are to be the combination of the local rates of the participating cay. 
riers, except when such combination makes lower rates than the direct 
line rates, in which case direct line rates are to be applied, and are ty 
be apportioned between the carriers in the ratio which their respective 
local rates bear to the through rates. Transshipment expense at New 
York is to be for account of the cargo. 

1829—Inter-Island Steam Navigation Company, Ltd., with Nippon 
Yusen Kaisha: Agreement covers handling of shipments moving on 
through bills of lading from Japanese or Chinese loading ports of 
Nippon Yusen Kaisha to Hawaiian outports, with transshipment at 
Honolulu. On traffic destined to Hilo through rates are to be fixe 
by Nippon Yusen Kaisha. Transshipment expenses and tolls on ship- 
ments to Hilo are to be absorbed by Nippon Yusen Kaisha. On ship. 
ments to Hawaiian outports other than Hilo through rates are to be 
combinations of the local rates of the two carriers plus transshipment 
cost and tolls. The agreement may be terminated by either carrier 
upon thirty days’ written notice. 

1892—Panama Pacific Line with ‘Italia’? Flotte Riunite Cosulich 
Lloyd Saraudo Navigazione Generale: Agreement covers through ship- 
ments of canned goods, including fish, dried fruit, including raisins, 
and honey, from United States Pacific coast loading ports of Panama 
Pacific Line to Genoa, Leghorn and Naples, with transshipment at 
New York. Through rates are to be based on direct line rates, each 
carrier to assume one-half the cost of transshipment. The agreement 
may be canceled by either party upon notice to the other. 

1889—Panama Pacific Line with America France Line: Agreement 
covers through billing arrangement covering shipments of honey, dried 
fruit and canned goods, including fish, from United States Pacific 
coast loading ports of Panama Pacific Line to ports served by America 
France Line (French Atlantic ports). Through rates are to be based 
on direct line rates, and each carrier is to assume one-half the cost 
of transshipment at New York. 

1843—Los Angeles Steamship Company with Luckenbach Steam- 
ship Company, Inc., Luckenbach Gulf Steamship Company, Inc., Wil- 
liams Steamship Corporation, American-Hawaiian Steamship Com- 
pany, Panama Pacific Line, McCormick Steamship Company, Nelson 
Steamship Company, Gulf Pacific Line, Quaker Line, Arrow Line, 
Panama Mail Steamship Company and Dollar Steamship Lines, Inc., 
Ltd.: Agreement covers arrangement for through shipments from 
Atlantic and gulf ports, served by the various participating inter- 
coastal carriers to Hawaiian Islands, with transshipment at Los 
Angeles Harbor. Through rates and conditions in connection with 
transportation of traffic under the agreement are to be as set forth 
in tariff attached to and forming part of the agreement. Among the 
conditions included in such tariff are provisions prohibiting payment 
of freight brokerage or returns of any description or the inclusion of 
a fall clause in contracts with shippers and limiting the period for 
which forward bookings may be made to the current month and the 
next succeeding three months. Cost of transshipment is to be 
absorbed by the carriers. 

1894—Quaker Line with Baltimore Mail Steamship Company: 
Agreement covers arrangement for through shipments of all cargo, 
except lumber, from Pacific coast ports of call of Quaker Line to 
Havre, Hamburg and Bremen and other ports of call of Baltimore Mail 
Steamship Company. Through rates are to be based on direct line 
rates, and each carrier is to absorb one-half the cost of transshipment 
at Baltimore. 

1896—Panama Pacific Line with Holland-America Line: Agreement 
covers through shipments from Pacific coast loading ports of Panama 
Pacific Line to Rotterdam and Amsterdam, with transshipment at 
New York. Through rates, which are to be based on direct line rates, 
and cost of transshipment is to be apportioned between the lines. 
The agreement may be canceled by either party upon notice. 


Agreements Canceled 


Cancellation of agreement (Conference 96-C). Marseille/North 
Atlantic Conference: Cancels agreement providing for establishment 
of the Marseille/North Atlantic Conference in the trade from Marseille 
to north Atlantic ports of the United States, and which was approved 
by the Board March 6, 1929. Cancellation of this agreement is re- 
quested becausé of the desire of the participating carriers to resume 
freedom of individual action in dealing with the traffic covered by the 
agreement. 

Cancellation of agreement (701-C). 701-C—The Export Steamship 
Corporation with the New York and Porto Rico Steamship Company: 
Cancels agreement which was approved by the Board November 8, 
1928, providing for through shipments of onions from Alexandria, 
Egypt, to Porto Rico, with transshipment at New York, the through 
rate being the sum of the local rates of the participating carriers plus 
cost of transshipment. 


SANDBERG VICE-CHAIRMAN OF BOARD 


Commissioner S. S. Sandberg has been elected vice-chair: 
man of the Shipping Board, vice E. C. Plummer, deceased. 
Vice-Chairman Sandberg was appointed to the board from the 
state of California June 9, 1928. His term expires in 1934. 





GULF PACIFIC MAIL LOAN 


The Shipping Board has approved the application of the 
Gulf Pacific Mail Line, Ltd., a corporation in the state of 
Nevada, for loans from the construction loan fund, to be used 
in the reconditioning and reconstruction of the vessel Point 
Ancha and a sister ship (possibly the S.S. Ossining). Both 
vessels will be used in the service between Seattle and Tampico, 
Mexico, via Puerto Colombia, Colombia and Kingston, Jamaica. 
There will be a separate loan for each vessel not to exceed three 
fourths of the cost of reconditioning and reconstruction and not 
to exceed $150,000 for each vessel. The proposed work, which 
will be performed in a United States shipyard, will consist of 
the addition of passenger accommodations for approximately 12 
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passengers for each vessel and increasing the power of the 
vessels’ propelling machinery and lengthening the vessel by 
remodeling the sterns. These vessels will be operated under the 
United States flag and will be employed in an essential trade 
route from the north Pacific coast ports. 


OSSINING SOLD BY BOARD 


The Shipping Board has authorized acceptance of the offer 
of the Gulf Pacific Mail Line, Ltd., San Francisco, Cal., to pur- 
chase the S.S. Ossining for $100,000 for unrestricted service. 
The vessel will receive major improvements in design and 
construction and will be employed in the service between Seattle 
and Tampico, Mexico, via Puerto Colombia, Colombia and Kings- 
ton, Jamaica, designated as mail route 55, which is operated by 
the purchaser. The vessel is a stee] oil-burning cargo vessel 
of 7,658 deadweight tons, built in 1919. The improvements will 
consist of adding accommodations for passengers, and increas- 
ing the propelling machinery to give the vessel a speed of 
approximately 13 knots. 


REQUISITIONING OF SHIPS 


Representative Vinson, of Georgia, has introduced H. R. 
11091, a bill amending section 702 of the merchant marine act 
of 1928 so as to authorize the President, in time of national 
emergency, to requisition any merchant vessel registered, en- 
rolled or licensed under the laws of the United States. 


COMMERCE IN U. S. VESSELS 


In January American flag vessels carried, by value, 39.4 
per cent of the general imports and 29.6 per cent of the domestic 
exports in the water-borne foreign commerce of the United 
States, according to the monthly summary of foreign commerce 
issued by the Department of Commerce. For January, 1931, the 
corresponding percentages were 33.4 and 34.5, respectively. 

For the six months ended with December, 1931, the percent- 
ages were 33.1 for imports and 34.6 for exports as compared 
with 34.2 and 33.9, respectively, in December, 1930. 


PANAMA CANAL TOLLS 


In March 363 commercial vessels transited the Panama 
Canal and paid tolls of $1,645,366.81, as compared with 439 ves- 
sels and tolls of $1,964,434.22 in March last year, according to 
advices received from the Panama Canal by Secretary of War 
Hurley. For the six months ended with March the number of 
transits was 2,251 and the tolls, $10,406,971.02, as compared with 
2,837 transits and tolls of $12,568,400.71 for the corresponding 
period of 1930-1931. 


U. S. TRANSPORT SERVICES 


Chairman McDuffie, of Alabama, of the House committee 
on economies, has announced that the committee has approved 
proposed legislation providing for discontinuance of operation 
of army and navy transport services and the Panama Railroad 
Steamship Co. Private shipping interests, as well as the Ship- 
ping Board and a number of organizations, have urged that the 
government get out of these ocean shipping enterprises which, 
it has been contended, compete directly with privately owned 
shipping lines. 


NEW AMERICAN-HAWAIIAN SERVICE 


The American-Hawaiian Steamship Company, beginning 
April 7, will have a regular weekly service from the Port of 
Camden to Pacific coast ports via the Panama Canal. The 
vessels will dock at the Camden Marine Terminals, operated by 
the South Jersey Port Commission. 

Cargo will be accepted for direct shipment to the ports of 
Los Angeles, San Francisco, Oakland, Seattle and Tacoma and 
freight will also be received for transshipment at San Francisco, 
destined to the Hawaiian Islands, the Far East, and to Port- 
land, Oregon. 


U. S. VS. FOREIGN SHIPS 


The House committee on merchant marine, radio and fish- 
eries has approved the Davis bill (H. R. 10674) to prevent 
unwarranted and excessive competition by a foreign-flag vessel 
with American vessels. Under the bill carriers subject to the 
shipping act and the merchant marine act would be prohibited 
from using “a foreign vessel in a particular trade so as to 
Produce unwarranted and excessive competition in such trade 
with vessels documented under the laws of the United States.” 


VESSELS ADDED TO MARINE 


Eighty-six American built vessels of 41,991 gross tons were 
added to the merchant marine of the United States in March, 
according to Commissioner Arthur J. Tyrer of the Commerce 
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Department’s Bureau of Navigation. In the same month of last 
year, 107 such vessels of 17,443 gross tons were added. 

The vessels built in March of this year included three of 
steam totaling 32,105 gross tons; 11 motor (oil) of 768 gross 
tons; 36 motor (gas) of 571 gross tons; one sail of seven gross 
tons, and 35 unrigged vessels of 8,630 gross tons. 

The sailing vessel officially numbered and documented was 
the first for several months, the commissioner stated. 


SALE OF GREAT LAKES SERVICE 

Announcement is made by the United States Freight Com- 
pany of the sale to F. L. Hewitt and associates of its steam- 
ship services on the Great Lakes, which include the Nicliolas- 
Universal Steamship Company, the Spokane Steamship Com- 
pany and the Universal Terminal Company, operating a ware- 
house at Cleveland. The transaction involves eleven vessels 
of about 30,000 tons in all. The three companies have spe- 
cialized in the transportation, handling, and storage of automo- 
biles on the Great Lakes. The sale, it was stated, was due to 
a desire on the part of the United States Freight Company to 
concentrate on its regular business of consolidating and for- 
warding less than carload shipments. 


PORT OF GALVESTON 


There is every indication that the increase in export ton- 
nage through Galveston, which began in January, will continue 
to the end of the season, says an announcement by the Gal- 
veston Wharf Company. Substantial gains in the expert tonnage 
in March were recorded over the movement in the same month 
last year, it is stated. Comparative figures show that 199,669 
bales of cotton were shipped in March this year, as against 
108,373 bales in 1931; bushels of grain totaled 2,187,126, against 
24,000 a year ago; 45,395,780 pounds of sulphur were shipped, 
compared with 1,500,520 in the same month of 1931; 3,390,790 
pounds of rice, against 1,702,014 a year ago, and similar increases 
were shown under many other commodity headings. 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved an allotment of 
$120,000 for Oswego harbor, New York. 

Major General Brown, chief of engineers of the army, has 
recommended improvement of the Hudson River channel in 
New York harbor at an estimated cost of $865,000. 


BONDS FOR WATERWAYS 


The Trafic World Washington Bureau 


“It’s the most ridiculous thing I ever heard of; its idiotic,” 
said Theodore Brent about the proposal that there should be 
regulation of rates by carriers by water. He made the declara- 
tion in answer to a question by Senator Vandenberg, of Michi- 
gan, asked while he was a witness before a sub-committee of 
the Senate committee on commerce conducting a hearing on a 
bill by Senator Shipstead, S. 175, to provide for the early com- 
pletion of river and harbor projects now or hereafter authorized 
and adopted by Congress, including the connecting channels of 
the Great Lakes, by the issuance of not more than $500,000,000 
of 20-year four per cent bonds. They would be issued as money 
was needed. 

Mr. Brent said it was obvious that regulation of water car- 
rier rates would result in an increase in the cost of transporta- 
tion by water, even as the cost of transportation by rail had 
been increased by regulation. 

“We have free competition now,” continued Mr. Brent. “Why 
stifle it? The public needs low transportation costs.” 

The bill was supported by advocates of river and harbor 
improvement, particularly the Mississippi Valley Association, 
Robert Isham Randolph, Chicago, representing the association 
having charge of the introduction of witnesses before the sub- 
committee of which Senator Nye, of North Dakota, was the 
chairman. Mr. Randolph said the argument of the association 
was directed to the necessity for a financial program in support 
of projects that had been approved by Congress to the end that 
the public would get the benefit of what he termed the capital 
expenditures Congress had decided should be made. 

Senator Nye put into the record, before the witnesses were 
heard, letters from Secretary Mills, of the Treasury, and Secre- 
tary Hurley, of the War Department, opposing the passage of 
the bill. The former pointed out that the Treasury had ample 
authority to issue bonds for any appropriations that might be 
made. This bill, he suggested, would be a limitation upon that 
power because the Treasury, he pointed out, in its recent financ- 
ing, had not been able to get money at four per cent, the rate 
placed in this bill. 

“This department,” said Secretary Hurley, “is in hearty 
sympathy with the underlying motive of the proponents of this 
bill, acceleration of the development of water highways. It is 
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believed, however, that it would be better to continue to improve 
these highways by the application of current revenues at the 
rate the country can afford than by adding to the present high 
bonded debt of the nation as proposed in the bill. The depart- 
ment feels that a special bond issue for the purpose is untimely 
and that under the existing conditions legislation authorizing 
it would be unwise.” 

Mr. Brent was put forward as the traffic counselor of the 
association atter S. A. Thompson, secretary of the National 
Rivers and Harbors Congress, and Senator Shipstead had laid 
the foundation, the former saying that the bill was to carry into 
effect a policy advocated by President Hoover, particularly in a 
speech made at Louisville, Ky., of improving the rivers so as to 
afford cheap transportation. Senator Shipstead, answering a 
question by Senator Vandenberg, said he did not agree with 
Secretary Mills that the bill, if passed, would be a limitation on 
the power of the Treasury to issue bonds. Mr. Thompson ap- 
peared in place of the president of the association, Frank R. 
Reed, who was ill. One of Mr. Thompson’s propositions was 
that waterways created industry and wealth. He said that the 
United States could not hope to compete, in some phases of 
foreign commerce, with Europe, which, with a much smaller 
area, had many times the mileage of rivers and canals in con- 
tinuous use, unless and until it made much greater use of 
waterways. 

The truck, said Mr. Brent, again in answer to the Michigan 
senator, was not a serious threat to the carrier by water. On 
the contrary, he said, the truck, in many cases, was a great 
feeder of the water lines. He said he was able to operate a 
small boat between New Orleans and Mobile in competition 
with the truck and make some money. 

“Trucks are cutting each others’ throats,” said he. “When 
the tires are worn out, many of them will be out of business 
until a new crop comes on. There is no serious threat in the 
trucks for the boats, the cost of transportation by which is 
much less than by truck.” 

On the basis of 1930 business Mr. Brent calculated the an- 
nual public saving resulting from river and harbor improvement 
at $256,132,820, the average saving being estimated at 75 cents 
a ton. That, he claimed, was a very modest estimate of the 
saving because, in many instances the saving ran more than $2 
a ton. The investment in‘rivers and harbors was stated to be 
$1,382,000,000. 

In and since the world war, Mr. Brent said, Congress had 
made grants in aid of railroads, banks, farmers and other 
things, totaling $21,420,000,000. He listed the grants, including 
loans to railroads. 

“You mean Santa Claus did those things, don’t you?” asked 
Senator Vandenberg. 

“That has been the policy of Congress,” answered Mr. 
Brent. The notable thing about the aids and grants, he said, 
was that there was nothing in the gifts and grants making any 
additions to production such as advocates of the bill contend 
would be the fact about expenditures for waterways. The an- 
nual carrying charge on the investment and maintenance was 
calculated at $83,000,000, or, as he said, one-third of the annual 
saving. 

In one -of twelve propositions Mr. Brent laid before the 
committee he expressed views about the policy of Congress 
shown in the act of 1920 and the manner in which the Com- 
mission administered that legislation. In part he said: 


We are in the midst of a most momentous readjustment of trade 
and industry. Business is done in conventions, groups, institutes. 
Even the government now submerges the individual and enforces 
cooperation. We face the possibility of nation-wide regimentation 
of the money power through holding companies, bank stock corpora- 
tions, and the like. 

Many causes have contributed to this feverish era of change, 
overproduction, the saturation of world markets, the urge to stimu- 
late business in order to carry great structures of loan and bond 
issues. But underlying it all and permeating the whole fabric of 
change is the persistent, unremitting urge for a higher return to the 
railroad for its services. More concentrated in its purposes than 
trade, with the sanction of law behind it, the competitive instinct at 
a discount and a government agency complaisant to its demands, the 
railroad organization charges increasing toll, opposes remedial meas- 
ures which it dislikes, and takes revenues as they come on the theory 
that one source is as good as another and all sources must yield 
their utmost. 

This is the culmination of a consistent program which has been 
in full swing, with the sanction of law, for a period of ten years. 
It had its inception in the enactment of the fifteenth section of the 
Transportation Act 1920, with its direction to the Interstate Commerce 
Commission to determine the valuation of railroad property, fix a 
fair rate of return upon it and then go to work to mould rate adjust- 
ments so as to secure for transportation investors this return. The 
working out of this plan has left little firm ground under the feet of 
communities, commerce or industry. The older forms of competition 
have ceased. Rate-making principles, tested by long use, the very 
foundation of invested capital, have vanished. 

The class rate structures first in one territory and then in another 
have been taken up and remodeled on a mileage basis. Less-than- 
carload commodity rates have been wiped out and now carload rates 
are being revised to bring them into a rigid percentage relation to 
the mileage class rates. 


, 


The Traffic World 


Vol. XLIX, No. 15 


Mileage, formerly but an underlying principle or point of depar. 
ture, has become the very center and circumferesce of the whole 
structure. Every other force in rate-making is subordinated, recog. 
nized in discussion and ignored in the conclusions. There is no portion 
of the country which has not been or is not being “‘treated.”’ And the 
outcome is a complete upsetting of business. 

It has been regarded as good economics to ‘“‘build up industry 
in the midst of agriculture,” but nothing could be more remote from 
the practical effect of these recent developments. Industry, left to 
the mercy of present railroad rate-making tendencies, must rearrange 
itself in the midst consuming population, creating worse concentra. 
tion than already exists. 

Industry, agriculture and commerce are handicapped today by a 
system of rail freight rates which are too high to support these 
agencies upon which the nation has relied to sustain prosperity. The 
extension of water transportation, both throughout the interior and 
along and between the coasts, offers the only relief. 

There is in process of construction a system of connected water. 
ways which, when completed, will be open to public use as a remedia] 
agency. The early completion of the whole rivers and harbors improve. 
ment program is imperatively necessary for the relief of these con- 
ditions. 

B. F. Peak, vice-president Deere & Co., Moline, IIll., a com. 
pany that uses barge transportation, discussed the proposition 
from the point of view of an aid to the restoration of prosperity 
through the doing of essential work which would employ 75,000 
men for five years. 

M. J. Sanders, New Orleans, speaking for the New Orleans 
Association of Commerce, said the desire of the proponents of 
this bill was to make the rivers productive. The only conm- 
pleted river, he said, was the Ohio and yet, he added, the in- 
completed parts of the river system saved the public $68,000,000 
a year. Railroad arguments against river and”harbor work he 
called silly. The railroad managers, he said, divided on many 
things, were united on one point—that of objection to the 
improvement of the waterways. 

Coordination of rail and water transportation giving the 
country the benefit of the low cost of water transportation, Mr. 
Sanders said, was the salvation of the country. Railroads, he 
said, should be compelled to cooperate with the waterways. 
Their attitude, he said, was very short-sighted in view of the 
fact that there was only a small amount of the traffic that was 
really competitive. The expenditure proposed, he said, was a 
fine and sound investment and not an expense. 

George C, Lambert, St. Paul, Minn., president of the Upper 
Mississippi and St. Croix Improvement Association, and speak- 
ing for the Mississippi Valley Shippers’ Conference, spoke of 
the improvement of the upper Mississippi as an economic 
necessity. 

George C. Call, representing Sioux City, Ia., interests, in- 
cluding the Sioux City Chamber of Commerce, said his people 
wanted mandatory legislation for the completion of river and 
harbor projects. If the Panama Canal project had been worked 
as river and harbor projects had been worked, he said, he 
doubted whether the canal would be completed by this time. 

Senator Howell, Nebraska, asked Mr. Call if he favored 
restrictions on trucks. He said he did not. Sioux City, he 
said, received more hogs by trucks than any other market in 
the world. He said he thought anyone who favored restric- 
tions on trucks and advocated waterway improvements was 
inconsistent. 

After giving some statistics about farm mortgage fore- 
closures in one county in Iowa, Mr. Call said that the farmers 
whose mortgages had been foreclosed were continuing to live 
upon them during the period in which, under the Iowa law, they 
had the right to redeem them, without, as the mortgage said, 
making an effort to pay taxes, interest or keeping up fences or 
buildings. 

When the redemption period was up, he told the committee, 
“you will have communists on your hands.” Hungry men, he 
added, were dangerous. These men, he declared, wanted work. 
If work on improvements such as proposed was not a capital 
investment, Mr. Call said, he did not know what an invest- 
ment might be. 

Halleck W. Seaman, former president of the American Min- 
ing Congress and president of the Clinton, Ia., Corn Syrup Re- 
fining Co., presented the matter of river improvements as a 
necessity for the hauling of the raw materials needed to convert 
the Iowa corn crop into products and the corn covering into 
fertilizers when mixed with potash, nitrogen and/or phosphate. 
Without commercial fertilizers, he said, Iowa was doomed as 
the animal manure fertilizers did not provide more than 30 
per cent of the fertilizers needed to keep up the crops. 

“If we don’t move in this matter (cheap waterway trans- 
portation) you might as well call in the undertaker, because 
your agriculture will be a corpse,” said Mr. Seaman. “We 
need your help. We need to get into Chicago through the Henne- 
pin Canal so we will have an outlet to the Great Lakes and 
through them to the Atlantic Ocean in addition to our outlet to 
the Gulf, 

George A. Hall, St. Paul, Minn., Hall Hardware Co., said 
the hardware business in his part of the country had to have 
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water transportation to enable it to compete with Pittsburgh 
and other points having the benefit of low cost transportation. 
Transportation in the upper Mississippi, he said, was not com- 
mercially successful on account of the necessity of transfer 
from boats in the 9-foot channels to the shallower channel in 
the upper part of the river. 

A. R. Ebi, traffic manager of Deere & Co., Moline, IIll., snice 
1888, said that Deere & Co. had been using the Mississippi since 
1847. The company’s saving by using water transportation, he 
said, was much greater than the 75 cents a ton estimate made 
by Mr. Brent. Its saving prior to December 3 last, when the 
revised class rates went into effect, he said, was more than a 
dollar a ton and since then more than double that. Savings on 
business to the north Pacific coast, he said, ranged from $22 
a ton downward. The farmer, he said, paid the rates on agri- 
cultural implements. Freight rates, he said, had increased from 
100 to 300 per cent since before the war and in a few instances 
raw material rates had gone up as much as 400 per cent. 

“We hope to get them reduced when we get into Chicago by 
water,” said Mr. Ebi, adding that transportation on the shallow 
upper Mississippi from Moline was akin to transferring freight 
from a standard to a narrow gauge railroad. With a 9-foot 
channel in the upper Mississippi, he estimated the saving at 
$3.60 a ton, double that now possible. 

Continuing the testimony in favor of the passage of the 
Shipstead half a billion dollar bond bill, W. A. Klinger, a Sioux 
City, Ia., contractor, estimated that $400,000,000 of the amount 
proposed to be provided would be spent for labor, affording five 
seasons of work for 160,000 men, instead of only 75,000, esti- 
mated by some others. A continuous program, he said, would 
cut down the cost greatly. 


Herman Mueller, St. Paul 


Herman Mueller, traffic director of the St. Paul Association 
of Commerce, speaking specifically for that organization and 
generally for the upper Mississippi Valley interests, presented 
facts relating to the industrial and commercial situation in his 
section. They, he said, showed the urgent need of completing 
the improvements with the least possible delay. He viewed 
those facts as fully justifying the prompt enactment of this 
legislation. The economic necessity for a 9-foot channel in the 
upper Mississippi, he said, had been conclusively established; 
likewise the justification, through direct savings in transporta- 
tion charges and other benefits to agriculture and industry, 
for the expenditure to complete the improvement. 

It was not true, said Mr. Mueller, that river transportation 
would attract only heavy and low value tonnage. Everything 
possible, he said, was moving and that fact, he said, verified 
the contention that every class of shipper, in fact the entire 
population, would be benefitted by the improvements. 

Railroad transportation charges to and from practically all 
the upper Mississippi Valley, he said, had mounted to such high 
levels that the only hope of maintaining the status of the 
territory as a manufacturing and distributing center was by the 
utilization of the waterways “and unless the relief comes soon,” 
added Mr. Mueller,” many of our industries cannot survive.” 


Mr. Mueller put in exhibits showing changes in class and 
commodity rates since 1915 to show the changes in railroad 
rates which he had been talking about. He explained them in 
considerable detail, his explanations covering all-rail and lake- 
and-rail rates, with considerable attention to the latter. 


“We must get back to the point where the public will re- 
ceive the full benefit of the play of natural forces and this can 
only be done by providing waterways of adequate capacity to 
attract private capital,” said Mr. Mueller. 


“Careful study of these conditions leads to the inevitable 
conclusions that manufacturing in our territory, essential if we 
hope to restore our railroads and agriculture to a healthy con- 
dition, is necessary and that development of manufacturing on 
a large scale is not possible unless and until the waterways are 
improved. The need for expediting these improvements is im- 
perative.” 

A. C. Wiprud, Minneapolis, Minn.; counsel for the Upper 
Mississippi Valley Barge Line, told about the things that the 
people in the affected territory had done to provide facilities 
for water transportation, saying that Congress had approved 
what more they desired done. He said many of the troubles 
of the railroads were due to themselves, attributing increases 
In rates to eastern financial pressure. 

“This work’s got to be done anyhow,” he said. “Why not 
do it now,” adding that the Mississippi valley industries simply 
could not live on the present rates. 

_ Lachlan Maclay, Chicago, executive vice-president of the 
Mississippi Valley Association, put into the record letters, tel- 
egrams and resolutions from widely separated parts of the 
country to show that the proposal of the bill was not sectional. 
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Shippers Oppose Expenditure 


Appearing as the spokesman of the Northwest Shippers’ 
Protection Association, a newcomer among organizations of 
shippers, P. H. Scheunemann, traffic manager of the Monarch 
Elevator Co., Minneapolis, Minn., opposed, as he said, the waste- 
ful use of money to bring about river transportation. He said 
the association was firmly opposed to such expenditures. They 
meant, he said, an increase in taxes which would have to be 
borne, in proportion, by the railroads from whom traffic would 
— taken. That, in turn, he said, meant an increase in freight 
rates. 

Advocates of the bill asked questions intended to show 
that Mr. Scheunemann was speaking the thoughts of the rail- 
roads and that the association for which he was speaking was 
promoted by him to oppose the bill. Mr. Scheunemann, denying 
the pro-railroad imputation, without hesitation, admitted that 
he had himself procured about half of the signatures of shippers 
in Minneapolis and said that he intended to obtain more signa- 
tures to the declaration of opposition, in which it was set forth 
that he had been chosen to speak for the association. The 
protest, in a number of instances, showed the number of cars 
of freight handled by the signers, the total being about 193,000 
cars. Not all signers, however, showed car statistics. Mr. 
Scheunemann estimated the cars handled in Minneapolis in a 
year at 1,000,000. 

In the combined protest and letter of credence of the asso- 
ciation the reason for the protest was set forth in five proposi- 
tions, as follows: 


During the past two fiscal years the government has failed to 
balance its budget by $3,250,000,000, thereby increasing the public debt 
by that sum, and, in spite of an estimated increase of $1,100,000,000 
in the tax bill now pending, the Secretary of the Treasury has esti- 
mated that the budget will not balance during the coming fiscal year 
unless all increased expenditures can be avoided and reductions of at 
least_$125,000,000 be made in the government expenses. 

We believe the traffic now moving and any traffic which may 
move upon the inland waterways involves a greater total cost than 
if moved by rail or other available means of transportation and that 
it is extravagant and wasteful. 

We believe a very large percentage of all freight must continue 
to move by rail and that the diversion of a part of the freight from 
the railroads will increase the charges on all the remaining railroad 
traffic, and substantially increase the total transportation expenses. 

We are opposed to any additional expenditure for this purpose 
when the amount to be expended must either be borrowed or raised 
by increased direct taxation. 

We are opposed to the participation of the government in busi- 
ness in competition with private industries. 


Mr. Scheunemann said that a sixth objection might have 
been added to the effect that the proposition was decidedly 
against the interest of the farmer and the producer and not in 
the public interest. He said that the objection was to river 
transportation; not to transportation on the Great Lakes or on 
rivers where the traffic was carried privately and could be 
maintained without the expenditure of public funds. 

But the new organization was not the only one for which 
he was speaking. He showed telegraphic authorization to voice 
objection on behalf of the Farmers Grain Dealers Association 
of North Dakota operating, as he said, 300 country elevators 
in the state represented in part by Senator Nye, who, as chair- 
man of the sub-committee of the committee on commerce, was 
presiding over the hearing. He was also specifically speak- 
ing, he said, for F. H. Peavy & Co., operating terminal and 
country elevators in the Dakotas and Minnesota. The Farmers 
Grain Dealers Association members, he said, paid freight bills 
amounting to $10,000,000 a year. Signatures to the combined 
protest and letter of credence numbered 101, consisting of grain, 
milling, elevator, coal, dock, lumber, linseed oil, canning, paint, 
creamery, potato and food manufacturing and handling com- 
panies or firms. 


Mr. Scheunemann said that the Minneapolis Junior Associa- 
tion of Commerce board of directors had approved the proposi- 
tion under a misapprehension that an appropriation of $124,- 
000,000 for the upper Mississippi had been made. He said he 
believed that if the matter were put squarely before that organi- 
zation it would disapprove the bill. 

The Monarch Elevator Co., he said, dealt .with the producer 
in buying and sold him seed and coal, there being 1,800 or 2,000 
country elevators. 

“We feel we would not be playing fair with our customers 
if we did not represent them in such matters as this,” said 
Mr. Scheunemann. “We feel this would hit their pocketbooks 
and hit them hard. The farmer pays the freight bill on what 
he sells and on what he buys.” 

After explaining how grain prices were made, Mr. Scheune- 
mann said that this bill made no provision for the repayment 
of the money and that therefore it was a fair inference that it 
would come out of the treasury into which the taxpayers would 
have to put it. It being necessary to make up this sum from 
the tax source, he said, it followed that there was going to be 
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a greater tax burden on all industries, including the transpor- 
tation companies, to provide river transportation. 

Mr. Scheunemann said he would like to have it definitely 
understood that he had no interest in railroad companies other 
than that of getting adequate and efficient transportation. More 
taxes for them, he added, meant an increase in freight rates. 
He said he did not think the railroads were going to regain all 
the freight but that the trucks were going to keep some of it. 
The railroads, he said, were handling about 35 per cent of the 
traffic they could handle, their condition being quite serious. 

Commenting on unit costs of transportation by rail and 
water, Mr. Scheunemann said that if a railroad were given a 
trainload of freight to haul for 500 or 1,000 miles, which would 
be akin to a cargo in a steamer, without set-outs along the 
route, the unit costs would be quite similar to ship unit costs. 

As to what taxes meant to a railroad Mr. Scheunemann 
quoted liberally from a report the Commission made to the 
Senate a number of years ago in which the regulating body 
showed that if class I railroads in the western districts were 
treated in the matter of taxes as their Canadian competitors 
were treated, the United States railroads could haul all grain 
free and have a net railway operating income millions greater 
than they had in the year for which figures were made. With 
subsidies such as the Canadian government paid, the figures 
showed, they would do even better than that. Or, stated in 
another way, United States railroads could have made heavy 
reductions in their rates, the reduction of grain rates on the 
Great Northern alone being figured at 47 per cent. 

The argument here seemed to be, said the witness, that we 
had to have lower transportation cost if the northwest was to 
survive. 

“Can we do that by increasing the taxes on everybody?” 
asked Mr. Scheunemann. 

He pointed out that at the end of the tenth year the upper 
Mississippi project, $124,000,000 at the start, would stand the 
tax-payers $207,048,493. He submitted that a lot of freight 
could be hauled for that sum. 

“Why the farmers, who can’t use this waterway, should pay 
the freight bill of the few who can use it, I do not see,” said he. 

Mr. Scheunemann said he had no objection to truck lines 
provided that they paid their fair share toward the up-keep of 
the highways. As to the argument that the railroads got paid 
for hauling materials for building trucks and for hauling the 
trucks themselves, the witness observed that he thought the 
trucks took more from the railroads than they gave those 
carriers. 

Railroads, he said, needed and should be given more fourth 
section relief so as to take loaded instead of empty cars to get 
loads in the direction of the loaded movement. If granted 
fourth section relief, he said they could haul a lot of the traffic 
now being hauled through the Panama canal. He suggested 
that as the canal was being represented as being prosperous, 
an increase in canal tolls could be made to help out the treasury. 

A thing that should not be lost sight of, said Mr. Scheune- 
mann, was that the country had a large surplus of transporta- 
tion facilities. Any addition thereto, he said, had to be paid 
for by the shippers and receivers of freight. The barge service 
on the Mississippi, he said, was too slow for the grain trade and 
that but little grain had been shipped through the facilities 
provided for that purpose. Besides, he pointed out, the Farm 
Board had been advising the farmer not to look to foreign mar- 
kets for wheat sales but to cut their acreage to the domestic 
market demand. 

The representation on his protest, he said, covered from 
85 to 90 per cent of carloading in Minneapolis. He said the 
grain, lumber and potato men did not want the barge service. 
Low rates made by the barge service, he said, served to break 
markets, bringing losses to be recouped by still higher freight 
rates. 

Some question having been raised as to whether Mr. 
Scheunemann represented the Minneapolis Chamber of Com- 
merce, he said he had corrected several on that point and that 
he wished to say again that he did not. Question was raised as 
to the attitude of the Minneapolis Civic and Commerce Asso- 
ciation. He said that that body had never gone on record for 
or against the 9-foot channel project or the $500,000,000 Ship- 
stead bill, so far as he knew. He said that the membership 
had never had an opportunity to express itself on the subject. 
eon idea was that if it had the opportunity it would oppose the 

1. 

The signatures on his protest, Mr. Scheunemann said, were 
the effect of a four-day effort, about one-half of whom were 
taken by himself, included among the signatures being several 
of the large shippers of the country, officers of several of the 
companies that had signed it being later shown to be directors 
of railroads. Mr. Scheunemann said he did not know that fact 
except as to one man. He said that not one of the men whose 
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signatures he solicited had turned him down. He said he de. 
clined to take the signatures of several men who were selling 
to the interests represented among the proponents of the bill, 
lest they suffer by taking part in the matter. 

Increased taxes, the witness said, meant increased freight 
rates for the farmers of the northwest. He said that if it were 
fair to appropriate $500,000,000 for river work it would be equally 
fair to appropriate as much for the railroads, which, he said, 
was not being advocated by him. He said that a saving of $2 
a ton in freight by reason of river navigation would be merely 
having the taxpayers add $2 a ton for the freight carried. 

To show that the farmers in North Dakota did not get the 
benefit of barge rates he cited an instance in which his company 
bought a carload of oyster shells for a farmer in North Dakota. 
The price, he said, was $5 a ton plus freight, by rail, of about 
$2.50, the figures, he said, being given from memory. He said 
he gave routing instructions. The seller observed the instruc. 


tions as to the delivering carrier but the barge line was the 


intermediate carrier, although the farmer was made to bear 
cost equal to routing by rail. Mr. Brent later said the benefit 
of the barge rate went sometimes to the shipper and some. 
times to the receiver of the freight. 

Senator Nye brought out that when grain was sold on com- 
mission, which Mr. Scheunemann said his company did not do, 
the commission was calculated on the price including freight, 
so that, as he said, the higher the freight rate the higher the 
commission. Mr. Scheunemann said that usually the commis- 
sion, as he understood it, although he did not profess to be 
familiar with the fact, was a flat sum by the bushel, about 1.5 
cent. 

The North Dakota senator, by questions, raised the query 
as to whether the railroads did not have a great hold on the 
elevator companies because their elevators were on railroad 
rights of way. Mr. Scheunemann said that the railroads some- 
times threatened to raise the rents paid by the elevator com- 
panies for the land occupied by them and that bitter fights 
resulted, but he did not assent to the implied proposition that 
the railroads controlled the elevators by their ownership of the 
elevator sites. Mr. Scheunemann said the threats had no effect 
on the elevators. He added that he did not speak for the rail- 
roads. He said that if he did not believe that this proposal 
would cause an increase in freight rates “for our people,” he 
would not be here. 

Mr. Wiprud expressed the opinion that what Mr. Scheune- 
mann had said about spending money was irrelevant because 
the proposal was merely as to the financing of approved projects. 
He said that he thought the voice of the Minneapolis Chamber of 
Commerce, a grain exchange, spoke through the petition of the 
organization Mr. Scheunemann represented. He said the re- 
freshing part of the matter was that for the first time “these 
interests” had come out into the open. This drive against the 
project, he said, was wholly attributable to the railroads and 
in addition thereto the grain, lumber, flour mill and coal in- 
terests closely allied with the railroads. This intense drive, he 
said, began and ended with the railroads. 

Mr. Brent pointed out what he called the irrelevancies in 
Mr. Scheunemann’s testimony and to-the further fact that he 
confined the testimony against the proposed upper Mississippi 
River improvement, although the bill covered the whole list of 
improvements. He suggested that the Weyerhauser interests, 
represented on the protest, were misinformed as to the scope 
of the bill becausé they were greatly interested in river im- 
provements on the Columbia and Hudson Rivers and in harbor 
improvements in various parts of the country. He said that 
that lumber interest had lost concern about the Mississippi 
when that stream was no longer used for floating logs, for which 
purpose $42,000,000 was spent on that stream. 

In answer to criticisms Mr. Scheunemann said that if any- 
one could see anything in the document he had presented limit- 
ing it to the upper Mississippi he could see something that was 
not there. He said Mr. Weyerhauser had read the paper and 
knew what was in it when he signed it. Mr. Scheunemann said 
he was not getting special compensation for his appearance 
before the committee as were some of those who had appeared 
as witnesses in favor of the bill. He said that most of the 
witnesses, other than himself, were dependent for their living 
upon what they got out of associations, while all he got was 
his regular monthly salary. 


St. Lawrence Seaway 


Advocates of the St. Lawrence waterway project, according 
to Senator Vandenberg of Michigan, are considering the possi- 
bility of the use of the Shipstead bill to finance the construc- 
tion of that waterway. They are hopeful that negotiations be- 
tween Canada and the United States. will soon reach the stage 
where the St. Lawrence scheme may enter the list of approved 
projects. The Shipstead bill, a duplicate of which, introduced 
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by Representative Mansfield of Texas, is pending in the House, 
proposes the issuance of bonds for the completion of projects 
approved now or hereafter, within a period of five years. 

Suggestions by Secretary Mills, of the treasury, that the 
Shipstead bill might be a limitation on the treasury in the mat- 
ter of the issuance of bonds, made in his letter opposing pass- 
age of the bill, caused both those interested in the Shipstead 
pili, as introduced, and those interested in the St. Lawrence 
waterway, to consider the question whether the Shipstead bill 
should not be amended, so as to eliminate the possibility sug- 
gested by Secretary Mills. Senator Vandenberg also suggested 
that the $500,000,000 limit of bonds carried in the Shipstead 
measure might not be high enough to cover the projects in mind 
when the bill was drawn and the money that would be needed 
for the St. Lawrence waterway. That, he indicated, might 
make necessary an amendment to the Shipstead bill not having 
anything to do with the defect about power suggested by Sec- 
retary Mills. 


A “COME-BACK” AT ASHBURN 


“T am glad to note from Major-General Ashburn’s address 
to the New Orleans Traffic Club that he is not in favor of the 
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practice involving the granting of uncalled for favors to ship- 
pers,” said R. W. Dietrich, chairman of the traffic and trans- 
portation committee of the American Warehousemen’s Asso- 
ciation. “In quoting Mr. Forbes, whose views we presume are 
subscribed to, he says: 


How many millions have railroads sunk in warehouses, in in- 


sensate competition to give shippers favors not called for in the 
bond? 


“The American Warehousemen’s Association now has pend- 
ing before the Commission a formal docket seeking elimination 
by the government’s barge line of its current practice of free 
storage granted at its Memphis terminal. 


“At Memphis the barge line holds under lease a large ter- 
minal costing annually $70,000 in rent. Witnesses for the barge 
line testified that a substantial portion of this terminal would 
stand idle unless used for storage purposes. 


“The solicitude for economical operation of the railroads 
shown by General Ashburn is inconsistent with the wastage of 
freight revenue as represented in the free storage and free 
handling allowed in his barge line tariff at Memphis.” 





The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous letters or communications bearing fictitious signatures will be published.) 





INTERCOASTAL CONFERENCE DOCKET 


Editor The Traffic World: 

It has occurred to the writer that, in the public interest, 
the U. S. Intercoastal Conference should adopt some means of 
acquainting shippers and receivers of freight with the various 
subjects on its docket for the consideration of the interested 
carriers. 


Under the present procedure a certain subject is docketed 
for hearing, at which representatives of the various carriers are 
present. There it is discussed and a decision is made concern- 
ing the rate, rules, or regulations to be promulgated. After 
these rates, rules, or regulations have gone into effect, the public 
has the right to appeal to the Shipping Board and there must 
produce evidence to prove such rates, rules, or regulations to 
be unreasonable and contrary to the public interest. This has 
caused a great deal of litigation and much inconvenience, not 
counting the expense incurred by the petitioner, which is de- 
cidedly unnecessary. 


In other words, the present procedure “places the cart be- 
fore the horse.” It would be proper to give the public an oppor- 
tunity to attend these hearings and submit for the considera- 
tion of the carrier its views. 


The case in point concerning the present procedure is the 
recent increase in intercoastal rates. The carriers placed in 
effect the old intercoastal rates on many commodities, which 
was economically unsound. These old rates were quite likely 
reasonable when the prices of commodities were on a com- 
pensatory level, but, certainly, in many instances, cannot so be 
declared in view of the serious commodity price decline. In 
other words, the carriers went from one extreme to another, 
instead of adopting a middle course in establishing their rates. 
This may have been possibly avoided if the carriers had per- 
mitted the shippers to present their side of the case. 

It does not necessarily mean that it should be obligatory to 
transmit dockets to the various shippers and receivers of freight. 
There is the alternative of printing in the Traffic Bulletin the 
various subjects docketed for a hearing. We feel that this is 
the least that can be done. 

Francis H. Leggett & Co., 

New York, April 5, 1932. C. Pascarella, Traffic Manager. 


REGULATION EQUALIZATION 


Editor The Traffic World: 

I have read with interest your editorial on page 708 in 
The Traffic World of April 2. I am quite willing to go along 
With the suggestion made in the last paragraph and I advo- 
cated a plan in the statement that I- made before the Senate 
committee. I am quite sure that if you had read my testi- 


mony in full you would have taken what I had to say in a 
somewhat different light. 

It is my personal opinion that no railroad has suggested 
any change because of the fear that letting down the bars to 
meet motor truck competition would result in greater damage 
from railroad competition than now exists with respect to truck 
competition. If I am correct in this—that is to say, if no con- 
structive suggestion can be offered by the rail carriers respect- 
ing amendment of the law governing them because of their 
suspicion of each other—is that any reason why their alleged 
competitors should be hog-tied? 

So far as I am informed, I was the only person who ap- 
peared before the Commission or before the Senate committee 
with constructive suggestions as to how the interstate com- 
merce act should be amended to enable rail carriers effectively 
to meet motor competition. If there is anything defective in 
the suggestions that I offer, no one has so far pointed them 
out. I think The Traffic World would perform a distinct service 
to its readers if it would undertake to point out wherein there 
was any lack of constructiveness in the suggestions that I 
offered on behalf of the organizations that I represented at the 
hearings. 

Bearing in mind that “God helps those who help them- 
selves,” would it not be really more appropriate for you to 
suggest that the railroads tell the shippers what changes they 
want instead of your suggesting that the shippers initiate the 
legislation? Or, you might suggest a conference with the 
shippers for the purpose of working out something construc- 
tive before the legislation is introduced. 

If the carriers do not like my suggestion, why do they not 
offer something as a substitute that will give them more free- 
dom in meeting the rates and service of motor carriers? 

W. H. Chandler, Mgr. Traffic Bureau, 
The Merchants’ Association of New York. 
New York, April 5, 1932. 





In so far as Mr. Chandler ‘‘puts it up to the railroads’ to suggest 
a definite pian for taking regulation from themselves in the interest 
of equalization, his attitude is not constructive. It makes no differ- 
ence how slow or inept the railroads may be in this or any other 
matter; we are not concerned especially on their account, but in the 
interest of sound transportation policies from the public point of 
view. If we have overlooked constructive suggestions from Mr. Chan- 
dler along this line we apologize to him and to our readers. We sug- 
gest that he write for The Traffic World something about his program 
in this respect. We would gladly publish it and comment on it. 
Nothing is to be gained by merely criticizing the railroads because 
they do not rise to the occasion.—Editor The Traffic World. 


A DREAM OF BORROWED MONEY 


Editor The Traffic World: 
I had been thinking about your editorial concerning the 
barge line’s way of keeping accounts, with particular reference 
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to the paragraph about the forthcoming annual report of the 
Inland Waterways Corporation, which was published in the 
Traffic World of Feb. 27, and with particular reference to the 
following paragraph: 


The corporation has no outstanding bonds, consequently pays no 
interest thereon, nor does it have any borrowed money on which to 
pay interest. 


I suppose this concentration of thought on the barge line 
way of operating on borrowed money that it claims is not bor- 
rowed, caused me to have a dream in which appeared the repre- 
sentatives of the leading powers and principalities of Europe, 
which have borrowed money from Uncle Sam and which, appar- 
ently; do not intend to pay it back. 

Now, of course, it ought to be set out in the beginning 
that, though the barge line has already had something more 
than twenty-four millions of dollars of the public money, as 
against fourteen billion dollars advanced by Uncle Sam to the 
said Europe powers and principalities, the United States has 
really only two ways of raising this money—from the taxpayers 
or by borrowing from the public—and, naturally, the lenders to 
the United States expect to get their money back both as to 
principal and interest. Yet, the government’s barge line states 
that “it has no borrowed money on which to pay interest.” 

But in my dream, the representatives of the powers and 
principalities that do not want to pay back to the United States 
what they borrowed advanced as justification for their refusal 
to pay the reason that the United States has so much money and 
is using so much of it in experiments to demonstrate the eco- 
nomic feasibility of inland waterways transportation and land 
reclamation projects that increase the surplus of farm projects 
that cannot be sold, that said United States would not miss 
the money that it loaned to the said powers and principalities, 
in the event that said powers and principalities would not pay 
it back. 

But one representative of these European nations, having 
somewhat more conscience than the others or a keener sense 
of the obligations incurred, asked the question; “And on what 
grounds do you make the statement that the United States 
gevernment can well afford to forget the money which they 
have loaned to us?” And, in a deep and resounding voice, the 
chief spokesman for the debt cancellation said: “The annual 
report of the Inland Waterways Corporation, in which it has been 
stated that the Inland Waterways Corporation, which is operat- 
ing on money advanced by the United States government, but in 
which it says it does not have any borrowed money on which to 
pay interest. If the United States government so handles its 
funds that it advances money to business corporations compet- 
ing with its own citizens, the United States government thereby 
demonstrates that it has more money than it knows what to do 
with; therefore, I do not see why the European governments 
either, should pay back the principal they have borrowed from 
the United States government, or pay any interest thereon.” 


The dream ended. ... But was it a dream or premonition? 
New Orleans, April 5, 1932. R. W. Dietrich. 


AIR TRANSPORT AIDS 


“The air transportation industry is not yet ready to be sub- 
jected to inflexible provisions with respect to rates and sched- 
ules, etc.,” said Clarence M. Young, Assistant Secretary of Com- 
merce for Aeronautics, in an address, April 7, at the dinner of 
the Aeronautical Chamber of Commerce and the Society of 
Automotive Engineers at Detroit, Mich. 

“Doubtless some suitable federal agency will need to be 
constituted at the proper time to provide certain restrictions, 
certain limitations in the interest of uniformity, and to elim- 
inate any discriminatory tendencies. However, any present ef- 
fort along that line seems premature.” 

Mr. Young spoke on “How Can the Government Help the 
Aircraft Industry at the Present Time and Under Existing Con- 
ditions.” He reviewed the substantial growth of aviation in the 
last six or seven years and said that in that period of time the 
United States had “moved up from behind and assumed world 
leadership in civil and commercial aviation.” In 1931, he 
pointed out, airplanes flew in regularly scheduled service over 
47,000,000 miles; they transported 522,000 passengers and 10,- 
000,000 pounds of mail; and in the current fiscal year the fed- 
eral government appropriated for and was making available to 
commercial air transportation and aviation approximately $35,- 
000,000, made up of 25 or 26 million dollars for air mail and 10 
million dollars for the Department of Commerce for airway 
maintenance and construction and regulation and development 
enterprises. This expenditure, he said, was in addition to $31,- 
500,000 being expended by the army and navy services for new 
equipment. He said the present financial position of the gov- 
ernment called for the most rigid economies and it did not 
seem probable that the $31,500,000 made available for new 
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equipment in the current fiscal year would be equaled in the 
ensuing one. He said it was to be hoped, however, that the 
services would not be unduly or disproportionately curtailed, 
In part, he continued as follows: 


It is true that in common with all industries, the aviation ip. 
dustry is in a period of depressing influences. Doubtless, in some 
respects, it has felt these influences more keenly than most any 
other. It is comparatively new and was not so deeply rooted, nor 
did it have the background of organized experience. Also, at the 
beginning of the period of economic unrest it had just been promote 
beyond any reasonable premise then existing. It had a great distance 
from which to recede, and the recession was both painful and ex. 
acting. Times changed suddenly and the industry found itself con- 
fronted with the necessity of revising its plans and ideas along 
economic lines more nearly suited to the changed conditions. 

And the question now arises—what can best be done about it? 
From the government’s point of view several things suggest them- 
selves. In the regulatory functions, the federal government should 
continue the policy to which it has adhered from the beginning, 
namely, to let the industry alone to the fullest extent possible and 


yet adequately take care of the obligations existing under the law 


which created regulation. This means a continuation of our policy 
of cooperation with all phases of the industry in working out safe, 
sane and reasonable requirements which can be given constructive 
and practical application; continued maintenance and development 
of the federal airways system; continuing to encourage the develop- 
ment of airports throughout the country; the continuance of our 
general program for the information of the public as to the progress 
of commercial aeronautics; the continuance and orderly expansion 
of the air mail service; the promotion of sound internaional relation- 
ships and the establishment of reciprocity in the airworthiness phases 
with as many countries as possible, in order that foreign markets 
may be made available; and such other things of a similar nature 
that will assist the industry as a whole in working out its economic 
problems. . 
Air Transportation 

In the last three years, the period when all industry has been 
adversely affected by economic conditions, air transportation has 
shown a remarkable progress. As a matter of fact, this progress 
seems to be one of the outstanding accomplishments of commerce 
and industry during the period. The airplane mileage flown increased 
from 25,000,000 in 1929 to 47,000,000 in 1931; the number of passengers 
transported by scheduled services increased from 173,000 in 1929 to 
522,000 in 1931; and air mail from 7,770,000 pounds to 9,640,000 pounds. 

A question naturally arises, has it paid? Not in dollars, but cer- 
tainly it is an indication that air transportation is building fOr the 
future and that it is rapidly being accepted as an indispensable part 
of our general transportation scheme. The air transport companies 
realize this and are bending every effort toward the establishment 
of a complete air transport system throughout the United States and 
adjoining countries. Air transportation has advantages in both speed 
and directness of route. However, it cannot be considered directly, 
competitive with or dependent on existing forms of transportation. 
They are and will be interdependent to a large degree. The trans- 
port operators are attempting to adjust schedules and connections 
for the convenience of the traveler and are coordinating them with 
surface transportation ‘in order to combine and make available a 
complete transportation system. This is being rapidly brought about, 
and air transportation is taking its rightful place in the social and 
industrial life of the nation. It has made remarkable progress in the 
brief period of its existence. 

Air Mail 

The thought is sometimes expressed, but, I believe, without official 
significance, that the air mail service may be temporary in char- 
acter, an expedient as it were, to assist in the initial development of 
air transportation, that it may terminate its usefulness eventually 
and gradually taper out of the picture. It is a fact that air mail 
revenue to air transport companies is most essential and that the 
major portion of existing transport services could not long continue 
without it. However, it is not a subsidy in the direct sense because 
a desirable and valuable service is rendered in return; mail is trans- 
ported more rapidly than by any other system of transportation. 
The movement of mail with increasing rapidity and facility has long 
been one of the objectives of the federal government. Were not 
speed and time the essence thereof, doubtless we could resort to the 
transportation of mail by freight, truck, etc., at much less expense. 
But today’s activities are geared too high to permit any such back- 
ward stop to be taken in transportation, with the result that a pre- 
mium is paid for the most expeditious handling of mail. With the 
system which has been and is being built up for the transportation 
of mail by air and with the ever-increasing use which is being made 
thereof, it would be decided retrogression to dispense with it in any 
way whatsoever. 


AIR TRAFFIC PREDICTION 


W. Irving Glover, Assistant Postmaster General in charge o/ 
the air mail service, after attending the National Aircraft Show 
in Detroit, predicted that one million passengers would be car 
ried in the air in the present year. 

“The people of America,” said Mr. Glover, “are becoming 
more and more air-minded. They are adjusting themselves t0 
this comparatively new method of transportation in a manner 
that is most surprising and encouraging. They realize that this 
form of transportation is speedy, safe and comfortable. They 
have taken to flying through the air just as they adopted the 
radio and fast train service for speed.” 

Mr. Glover visited the Chicago airport on his way to Wash 
ington and declared that mail loads at this port were as heavy 
as at any time in the history of the air mail service. One 
transcontinental line carried regularly 850 pounds of mail ott 
of New York for the west, he said. 

“The people of the country,” said Mr. Glover, “are begil 
ning to realize that the policy which Postmaster General Brow! 
has pursued in dealing with the air mail lines is being brought 
to a successful fruition, and under its operation the transport? 
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tion companies are rendering a service which the traveling pub- 
lic cannot fail to use.” 

He pointed out that there was considerable discussion at 
the aircraft show regarding the use of ships of larger carrying 
capacity or the smaller ones with more frequent schedules in 
operation. 

“It seemed to be the consensus of opinion,’ he stated, “in 
favor of the smaller, speedier planes, with a landing speed 
within reason.” 

He called attention to the fact that with planes equipped 
with two-way radios and other facilities travel by air was becom- 
ing safer and safer with each day’s operation. 

At both Detroit and Chicago, Mr. Glover observed that the 
on-time performance of planes entering these airports was 
practically ninety-five per cent perfect. 





UNIONIZATION OF AIR PILOTS 


Senator Capper, of Kansas, has introduced S. J. Res. 132 to 
safeguard rights of air-mail pilots to collective representation. 


AVIATION CORPORATION GETS CENTURY 


Ownership of Century Air Lines has been transferred from 
the Cord Corporation to the Aviation Corporation, giving the 
latter the position of the largest air transport operator in the 
country, according to an announcement. Century Air Lines 
began operation only a little over a year ago, opening up at 
that time between Chicago and St. Louis and Chicago, Toledo, 
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Detroit and Cleveland. It later began a service on the Pacific 
coast. According to the announcement, the middle-western 
services will be discontinued as soon as permission for aban- 
donment can be obtained from the state commissions. The 
Aviation Corporation will continue operation of the Pacific coast 
service. Addition of that service to those of its other operating 
subsidiaries will give the corporation a total of 36,938 plane 
miles daily, out of the 151,121 flown by all transport services in 
the country, it is stated. 

Among the principal operating subsidiaries of Aviation Cor- 
poration are Colonial Airways, Universal Air Lines, Embry- 
Riddle Corporation, Southern Air Transport, and Texas Air 
Transport. 

The central western services of Century Air Lines are par- 
alleled by existing services of Aviation Corporation subsidiaries. 
Century is the largest transport service without air mail con- 
tracts and caused something of a stir in air transport circles 
at the time it opened by reducing passenger rates and various 
service innovations. 


AIR CARRIERS AND EMPLOYES 

Representative LaGuardia, of New York, has introduced 
H. R. 11053, a bill amending the railway labor act of May 20, 
1926, which provides for mediation and arbitration of disputes 
between railroads and their employes, to include common egar- 
riers by air engaged in interstate or foreign commerce and any 
carrier by air transporting mail under contract with the United 
States government, and their employes. 





Motor Vehicle Transportation 





LOADED TRUCKS BY RAIL 














Delivery by rail of loaded trucks and trailers owned by 
trucking companies or shippers is a new service introduced by 
the Chicago North Shore and Milwaukee between Chicago, 
Milwaukee and Racine, Wis. The picture shows complete trucks 
mounted on a flat car and ready for the rail trip, being held 
in place on the car by a new locking device attached to the 
truck wheels. According to Roy Thompson, traffic manager of 
the North Shore Line, this service offers economies in both 
time and money to shippers between these three cities, by 
speeding up delivery and eliminating the costs of operating the 
trucks over the highways. 


“In introducing this new service, the North Shore Line is 
further seeking to coordinate rail and truck service for the 
greater benefit of shippers,’ said Mr. Thompson. “Under this 
plan loaded trucks or trailers are received from shippers or 
trucking companies, mounted on specially constructed flat cars, 
where they are made fast by a new locking device, and for- 
warded to their destination. 


“Complete trucks or trailers up to 23 feet in length are han- 
dled at a rate of 10 cents a hundred pounds of merchandise, 
minimum load 15,000 pounds. For trucks or trailers over 23 
feet in length, the rate is the same, with a minimum load of 
18,000 pounds. Ramps are provided at stations in the three 
cities for the loading and unloading of trucks or trailers on and 
off flat cars by the shipper or consignee, or his agent.” 

Trucking companies or shippers now making their own 
deliveries by trucks are affored econoimes in both time and 
Money by using this new service, Mr. Thompson pointed out. 
No new equipment is required. “Delivery of the loaded vehicles 
by rail eliminates both the delays and hazards of using the 





highways between these cities, while all costs attending opera- 
tion of the trucks are done away with.” 

The North Shore Line was a pioneer in inaugurating ferry 
truck service, whereby door-to-door shipments are handled over- 
night in specially constructed equipment furnished by the com- 
pany. In extending this service so as to also handle the 
equipment of the trucking companies and shippers themselves, 
the company says it is simply adding further to facilities to 
meet the present day demand for faster and more economical 
handling of shipments. 


CHICAGO L. C. L. TRUCKING 


The Commission, division 4, when it heard arguments, April 
7, in I. and S. No. 3641, trucking L. C. L. freight in lieu of 
freight service in Chicago district, had the relatively novel 
experience of all parties to the case agreeing that the service 
in question should be continued. They said that the only thing 
wrong in the situation was a recommendation of Examiner R. N. 
Trezise, who made a proposed report. Arguments were made 
by Nye F. Morehouse for the trunk lines, Kenneth F. Burgess, 
the Manufacturers Junction Railway, and Clifford H. Browder, 
the Illinois Northern, 

In the schedules under suspension the railroads made pro- 
vision for trucking less-than-carload shipments in the Chicago 
district instead of using their own cars, generally trap-cars, to 
and from the places of business of shippers. The Commission 
suspended the tariffs upon its own motion. The tariffs were 
filed because tariff men of the Commission thought it irregular 
for the railroads to use trucks in lieu of trap-carg without hav- 
ing tariffs on file covering the substitute service. So the car- 
riers filed schedules which the Commission suspended, pending 
investigation. 

Parties appearing at the argument said Trezise’s report was 
all right except his comment, amounting to a recommendation, 
to the effect “that divisions of joint through rates should not 
be maintained with companies that perform merely a trans- 
portation service by truck, as in this instance.” That comment 
was made upon the request of a rail terminal line, which per- 
formed a trucking service for the line-haul carriers, that it 
might be permitted to remain a party to joint less-than-carload 
rates in connection with the type of service under consideration 
and receive divisions out of the joint rates. 

Trezise said that that issue (continuance in joint rates) 
was not directly involved in the proceeding. But he made the 
observation to the effect that joint rates should not be main- 
tained with companies that performed merely a _ transporta- 
tion service by truck. 

Participants in the argument pointed out that if the Trezise 
view were adopted the ultimate effect would be to put the 
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terminal lines using trucks out of the common carrier class, 
through their being deprived of participation in joint rates, 
although delivery by truck was cheaper for the rail carriers and 
gave more expeditious service for the shippers. Mr. Burgess 
said that the use of trucks, in many instances, enabled ship- 
pers to cut down in transit time a whole day. 

The terminal lines pointed out that they maintained sta- 
tions and held themselves out to transport by cars except in 
instances where it was more expedient to use trucks. In behalf 
of the Manufacturers Junction it was stated that where the 
entire service was performed by trap-car the terminal line re- 
ceived a formal division out of the joint rate. Where the serv- 
ice was performed by trucks controlled by it, the Manufacturers 
Junction said, compensation was determined by contracts be- 
tween the line-haul and the terminal carriers. There was no 
objection, it said, to the filing of those contracts with the Com- 
mission. 


STORE-DOOR DELIVERY 


Sentiment favoring store-door delivery by the railroads has 
received great impetus in recent years, due to motor truck com- 
petition, growing congestion in city street, the desire to increase 
the flow of freight through given stations, and the search to 
make railroad service more convenient for shippers, said J. W. 
Roberts, assistant vice-president in charge of traffic, Pennsyl- 
vania Railroad, in an address before the American Fruit and 
Vegetable Shippers’ Association in New York, March 31. A 
properly arranged service of that nature, he said, would mate- 
rially speed up the movement of freight and would facilitate the 
development of the practice of hand-to-mouth buying which 
had grown up since the war. 

Mr. Roberts reviewed in some detail previous experience in 
this country with rail store-door delivery services, citing ex- 
amples of such service maintained at Washington and Balti- 
more.in past years, the off-track station services in New York 
and St. Louis, and the experience of railroads in England and 
Canada. 

“The very early adoption of store-door delivery and collec- 
tion in England, its great success, and the wide extent to which 
it is used, may be attributed to local conditions,” he said. 
Among those local conditions, he enumerated shortness of aver- 
age hauls, methods of doing business, and nature of industries. 
All of these differed in important characteristics from condi- 
tions in this country, he said. None the less, he expressed him- 
self as having long been an advocate of general adoption of 
store-door delivery in this country. 

He expressed a doubt as to the wisdom of certain features 
of the service as put into effect by the southwestern railroads, 
however, referring particularly to limitation of the collection 
and delivery service to hauls of 300 miles or less. 

“It is, of course, admitted that the principal impelling motive 
with these railroads,” he said, in discussing the situation in 
the southwest, “has been the meeting of truck competition. 
The conditions of service as between the northwest and the 
southwest differ in an interesting manner. The northwestern 
railroads have established a scale of charges for the service 
which are intended to be completely remunerative, covering all 
costs. The southwestern railroads, on the other hand, provide, 
’ generally speaking, for free collection and delivery service on 
hauls up to 300 miles in length, with a scale of charges to 
apply to hauls beyond those distances. This, of course, is un- 
disguisedly a device for meeting truck competition, which is 
principally felt. within distances under 300 miles. 


“While the arrangement has been authorized by the Com- 
mission, I feel, without meaning to be critical, that its soundness 
is open to question, save on the assumption that it can justify 
itself purely and simply as a means of successfully and profit- 
ably meeting truck competition. The cost of the free cartage 
service which is given to shipper or consignee, or both, must 
be assumed to come out of the profit which the railroad derives 
from the rail haul of the freight. Nothing is more clearly 
settled than the principal that the profitableness of freight 
transportation increases with the length of haul, by reason of 
the spreading of terminal charges and expenses over a larger 
total rate, as well as for other reasons. From that viewpoint, 
if free collection and delivery service were justified at all, it 
would be on the long-distance shipments rather than on the 
shorter ones.” 

In no city of the country, he said, was the question of store- 
door delivery so important as in New York, and, he added, in 
no city were the problems it presented so involved and so 
difficult. He reviewed the efforts by shippers and railroads to 
bring about a satisfactory solution of the problems and out- 
lined the plan tentatively formulated by the committee of rail- 
road representatives, of which he is chairman, which, he said, 
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Was now in the hands of the committee of railroad presidents 
appointed to consider the matter. 

The problems of putting the plan into effect, he said, were 
as yet not entirely solved, though the principal features had 
been worked out between the railroads and New York shippers, 

In conclusion, he called attention to the development of port- 
able containers, that might be transported on either rail cars 
or trucks, which, he said, were “instrumentalities by which store- 
door collection and delivery in extremely valuable and useful 
forms are being extended and will, I believe, be much further 
extended in the future.” 

Mr. Roberts said the plan formulated for application in 
New York with respect to store-door delivery provided for zones, 
the schedule of rates proposed tentatively to apply within each 
zone being as follows: 


Where the consolidated freight classification minimum is _ 36,000 
pounds and over, 6 cents ad 100 pounds; under 36,000 and down to 
30,000, 7 cents; to the 24,000 pound minimum, 10 cents; to the 20,000 
pound minimum, 14 cents; to the 18,000 pound minimum, 16 cents; 
to the 14,000 pound minimum, 18 cents, and to the 10,000 pound mini- 
mum, 20 cents. 

_ Carloads moving under “any quantity’ take the 30,000 pound 
minimum charges. 


UNREGULATED COMPETITION 


One of the most disturbing features of the fast growing 
unregulated competition against the railroads is the fact that 
it is rapidly bringing back, in their most objectionable forms, 
the old evils which existed prior to railroad regulation and which 
made railroad regulation necessary, said George D. Ogden, New 
England vice-president of the Pennsylvania Railroad, in an 
address before the Boston branch of the National League of 
Commission Merchants at Boston, April 7. 

His remarks were directed particularly to truck operations. 
Truck operators, he pointed out, were not compelled to publish 
rates, and, if they did so, were under no duty to adhere to 
them. There was in many states, he explained, some regulation, 
but it was largely ineffectual, in his opinion, and covered only 
intrastate traffic. “There is no provision that these rates must 
be reasonable,” he continued. “They may make discriminatory 
rates. They require no governmental approval for their charges. 
Their rates may be changed from day to day and from hour 
to hour, and, in fact, are so changed.” 

Regulation should be designed to produce as nearly as 
possible equality of opportunity in the different fields of trans- 
port, and purge the country of the returning evils of rebates 
and secret and unstable rates, he asserted. 


CALIFORNIA MOTOR REGULATION 

The California Railroad Commission claims the right to 
regulate motor carriers operating in the state whether or not 
the goods carried are in interstate commerce. The decision 
was rendered in a complaint filed by the California Interurban 
Transportation Association against Alex Myers, operating as 
the Western Transportation Company. 

Myers was operating between Los Angeles and Los An- 
geles harbor, carrying goods shipped to the harbor from other 
states. 

“The fact that a substantial amount of commerce which is 
moved by the defendant from the harbor to Los Angeles is 
interstate in character, the continuity of the movement not 
being broken at the harbor, is of no significance,” the Com- 
mission said. 

According to David Shearer, secretary and attorney for the 
California Interurban Motor Truck Association, this decision is 
of far reaching importance and, if upheld, will apply to every 
kind of transportation in the state. 

The case was heard by Vincent Kennedy, examiner, who is 
now head of the Los Angeles office of the Commission. 


CHANDLER ON MOTOR TRANSPORT 


In the report in the Traffic World of March 5, p. 518, on 
the argument béfore the Commission in No. 23400, coordination 
of motor transportation, it was stated that W. H. Chandler, 
speaking for the Merchants Association of New York, said: 


Coordination, according to the railroads, is to have the trucks 
limited to work once done by horses and drays. They don’t really 
want coordination of any sort, not even for store door delivery. 


Mr. Chandler says this report of his argument is being used 
to misrepresent his position. What he said, according to the 
official record, was: 


Mr. Commissioner Meyer spoke about coordination. I have had just 
as much trouble as you have had trying to find out what the railroads 
mean by coordination. I have talked to railroad men and have tried 
to get information on the subject, and all I can get is that the rail- 
road idea of coordination is to have the motor truck perform the 
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service with the old horse and wagon method; in other words, haul 
it to the freight station and let the railroads do the station to station 
work. 

In a colloquy between Commissioner Meyer and Mr. Chand- 
ler as to competition between railroads and trucks, with regard 
to a fruit and vegetable truck from Florida which had been 
instanced by Commissioner Meyer, Mr. Chandler said: 

It does not compete, Mr. Commissioner, for this reason. The 
railroads will not give you the service that the trucks give you. That 
truck will back up to your door and take the goods to the door of 
the consignee. We have asked the railroads to do that, but they will 


not do it. If the railroad is willing to give the same service that the 
truck will give, then you have competition. 


EFFORT TO REGAIN PASSENGER TRAFFIC 


The Rock Island Railroad is making a “bid” to get people 
who have been riding in their automobiles or busses to travel 
on trains again. Beginning April 8, the railroad offers week- 
end round trip excursion tickets from all points on the system 
for one fare plus 25 cents, where the one-way fare is now $10.00 
or less. Commenting on the new rates, L. M. Allen, vice-presi- 
dent and passenger traffic manager, said: 

The Rock Island is taking the lead in this effort to compete 
with highway transport. We want to determine whether the lower 
bus fares are really responsible for people using the highways instead 
of the railroad. We know we have a service which is faster, safer, 
and more comfortable than highway travel. Our reduced week-end 
rates will be as low, and in some cases probably lower, than bus 
fares or the cost of operating private automobiles. 


SOUTHERN PACIFIC TRANSPORT CO. 


Coordination of motor truck and railroad service on less 
than carload shipments is designed by the Southern Pacific 
Lines to result from the incorporation of a company to operate 
on the highways of Louisiana. The incorporation papers filed 
were for a $10,000 capitalization as the Southern Pacific Trans- 
port Company with the following named as officers: President, 
R. C. Watkins, vice-president of the Southern Pacific Lines; 
vice-president and general manager, H. M. Moors, freight claim 
agent for the S. P.; general freight agent, Joseph Lallande, who 
serves in that capacity for the S. P.; auditor, G. R. Cottingham; 
secretary, F. W. Hopkins; treasurer, A. Capdeville, and assistant 
treasurer, O. M. Longnecker. 

The service will start on the approval by the Louisiana Public 
Service Commission of the company’s application for a permit. 
The company, it is stated, will afford the public the conveniences 
to be derived from that type of operation while at the same time 
assuring the shippers of financial responsibility of the operator. 
The initial service will be in those sections where pick up and 
delivery service is now being extended with gradual expansion 
to cover all parts of the state touched by the Southern Pacific 
Lines. Concentration of freight on the main line will be effected 
by the trucks, with distribution from the same points. Such 
points will include Raceland, La., for the Lockport branch; 
Shriever, for the Houma, Napoleonville and Thibodaux branches; 
and at Baldwin for the Franklin and Abbeville branch. Head- 
quarters for the truck company will be in New Orleans and no 
extra charge will be made for the service. 


PIPE LINE TRANSPORT TAX 


The House of representatives, sitting as a committee, has 
voted a tax of 8 per cent on transportation charges on oil car- 
ried by pipe line, to be effective 15 days after the enactment of 
the revenue measure intended to balance the budget and before 
July 1, 1934. It refused, however, to put such a tax on Oil trans- 
ported by railroad. The amendment to the revenue bill that was 
adopted was offered by Representative Crisp, of Georgia, of the 
ways and means committee. The amendment that was rejected 
was offered by Representative Blanton, of Texas, who asked 
why should Congress grant “a discrimination in favor of the 
railroads as against the pipe lines.” 

Chairman Rayburn, of the House committee on interstate 
and foreign commerce, opposing the proposal to tax rail oil 
traffic, called attention to the testimony of Commissioner East- 
man before his committee as to the serious condition of the 
railroads, financially, and said that he did not think Congress 
could do a more unfortunate thing, especially at this time, than 
to put an additional charge on rail transportation. Mr. Ray- 
burn and other members directed attention to profits of oil pipe 
lines, indicating that they were large. 

The Crisp amendment provides for the payment of the tax 
by the person paying the transportation charge and its collec- 
tion by the transportation agency. It also provides that where 
there is no charge for transportation, by reason of community 
of interest or the ownership of the oil by the transporting 
agency, the tax shall be based upon a fair charge for such 
transportation, tariffs, where there are tariffs to be the founda- 
tion for the charge. Provision for the 8 per cent tax is also 
Made in cases where the charge is less than a fair charge for 
the transportation by the calculation of the tax on what would 
be a fair charge for the transportation. 
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RECIPROCITY IN BUYING 


“Mechanical Manufacturing Co., Chicago, has been ordered 
by the Federal Trade Commission to cease and desist the use 
of the volume of the freight traffic of Swift & Co., or its sub- 
sidiary corporations, in the solicitation of railway equipment 
business from railway companies,” says a statement issued by 
the commission. 

“Such solicitation was carried on through two individuals 
who were not only financially interested in the mechanical com- 
pany but held key positions in the freight traffic department of 
Swift & Co. They used these positions to obtain business in 
railway equipment for the mechanical company. 

“These practices are held by the Commission to ‘unduly 
tend to suppress competition’ between the mechanical com- 
pany and competing equipment manufacturers in that the com- 
pany, in cooperation with two individuals, ‘have created and 
taken advantage of a competitive weapon, oppressive and 
coercive in nature, which prevents the customers * * from ex- 
ercising their free will and judgment in determining which 
device is the most efficient * * *.’ 

“The following specific business methods are to be discon- 
tinued: 


Promises and assurances of freight traffic or of an increased 
volume of freight traffic to be shipped over lines of railway com- 
panies by Swift & Co., or its subsidiary corporations. 

Threats of withdrawal of freight traffic from the lines of railway 
companies by Swift & Co., or its subsidiary corporations, if such 
railway companies would not purchase draft gears or other railway 
equipment manufactured or sold by Mechanical Manufacturing Co. 


Continuing, the statement follows: 


R. O’Hara, manager, and W. A. Mayfield, assistant manager of the 
transportation department of Swift & Co., Chicago, both of whom are 
in direct charge of traffic negotiations with railroad companies and 
control the routing of freight cars carrying Swift products,* are 
ordered to cease cooperating with and assisting the Mechanical Manu- 
facturing Co. in selling railway equipment, including draft gears, bump-_ 
ing posts or centering devices, to railway companies. They are to 
stop carrying on these practices through use of their official positions 
in Swift & Co. to induce and compel officials of railway companies 
to give undue preference to railway equipment manufactured and 
sold by Mechanical Manufacturing Co. or affiliated corporations sell- 
ing railway equipment, by means of promises of freight traffic from 
Swift & Co. or subsidiary corporations, and threats of withdrawal 
of such traffic if such railway companies fail to buy Mechanical Manu- 
facturing or subsidiary companies’ equipment. 

O’Hara and Mayfield interviewed railway officials and wrote them 
letters on Swift & Co. stationery, signing their names as Swift trans- 
portation officials. They represented that the Swift “family” or 
‘“nterests’’ owned the Mechanical company and would be favorably 
disposed to railroads using ‘‘durable’’ draft gears or bumping posts; 
that the Swift interests ‘‘expected their railroad friends’’ or ‘“‘car- 
riers that they patronized liberally” to buy these products on a 
“reciprocity” basis or to “reciprocate’’ by buying a portion of their 
requirements of draft gears or bumping posts, sometimes to the 
extent of 25 to 33% per cent of such requirements. They said that 
Swift & Co. were disappointed or dissatisfied with traffic officials who 
failed to get their railroads to order bumping posts or draft gears in 
substantial numbers. 

The Swift family and the Swift estate owns more than 65 per 
cent of the common stock and about 87 per cent of the preferred 
stock of Mechanical Manufacturing Co. In addition, O’Hara and May- 
field and other Swift employes own approximately four and one-half 
per cent of the common stock and 0.6 per cent of the preferred 
stock of Mechanical. 

Members of the Swift family who are officers and directors of 
Swift & Co., and three Swift & Co. employes, make up the board of 
directors of Mechanical Manufacturing Co. 

Last October 12, the Commission made public its order against 
Waugh Equipment Co., one time competitor of Mechanical, and traf- 
fic officials of Armour & Co., packers, regarding sales of equipment 
to railways much in the manner of the present case against Mechan- 
ical and the Swift traffic officers. But the Swift interests as well 
as Armour now own stock in Waugh Equipment Co. as a result of a 
transaction in December, 1929, when Waugh issued 1,666 shares of 
common stock to the Swift estate in exchange for assignment to 
Waugh of a license to manufacture a centering device owned by 
Mechanical. Since that time Mechanical has not accepted orders 
from railway companies for draft gears and centering devices, but 
has continued some business in bumping posts. 

Because of this relation between Mechanical and Waugh, the 
Commission’s present order is also expected to prevent O’Hara and 
Mayfield, representing the Swift interest, from promoting business 
od Waugh Equipment Co. as well as for Mechanical Manufacturing 

0. 


Attack on the recommendation of William P. Bartel, director 
of the Commission’s bureau of service, and Examiner John L. 
Rogers, in their proposed report in No. 22455, in the matter of 
reciprocity in purchasing and routing, that the law be changed 
so as to deprive shippers of their right to route traffic is made 
in exceptions filed for the National Industrial Traffic League 
by Luther M. Walter, Nuel D. Belnap and John S. Burchmore, 
attorneys for the League. 

The proposed report, it is asserted, is erroneous and there- 
fore should not be adopted by the Commission, with respect 
to the following fundamental features: 


1. The conclusion is erroneous that the condemned practices of 
certain carriers in making purchases in return for traffic routed 


*Swift & Co. ships its pes ony in approximately 7,500 refrigerator 
ears which it controls and which are transported over various rail- 
way lines to reach its branch distributing houses in more than 500 
cities and towns of the United States. 
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over their lines is so widely prevalent and so great an abuse as to 
warrant drastic legislation, not merely corrective of any such abuses, 
but seriously detrimental to the great body of shippers who are in- 
nocent of any such alleged wrongdoing. 

2. The conclusion is erroneous that the Commission should recom- 
mend to the Congress that the provisions of the law under which the 
right is given to shippers to specify the routes over which their ship- 
ments be transported, should be rescinded. 

3. The conclusion is erroneous that the Commission should recom- 
mend to the Congress that the Commission be vested with authority 
to require that purchases by railroads of any or all materials, sup- 
plies, equipment or other articles, shall be made to the most favorable 
bidder, to be ascertained by competitive biding, under rules or regu- 
lations promulgated by the Commission. 


Counsel explain that the League does not profess to commit 
all its members to the views submitted in the name of the 
League but that in this proceeding that explanation is not of 
very great significance “for the reason that it is believed that 
the League membership are unanimous in objecting most 
earnestly to the outstanding recommendation of the proposed 
report, namely, that the shipper’s statutory right of routing his 
traffic shall be canceled, or rather that the Commission should 
recommend legislation intended to deprive the shipper of any 
right to route his traffic.” 

“We can think of no proposition that the Commission might 
adopt or approve which would provoke a greater storm of pro- 
test and disapproval from the shipping public generally than 
the cancellation of the consignor’s right of selecting the route 
over which his shipments will move,” say counsel. 

Such an attempted restriction over the right of the con- 
signor or shipper in his own property, or in the property of 
any other citizen for whom the consignor may be agent in the 
making of the shipment, is certainly un-American and would 
deprive the owner of something of value, say counsel, adding 
that it would be the taking of private property, i. e., an interest 
in and control over private property, by dictate of government, 
without just compensation and without due process of law. 

Whatever abuses there may have been with respect to rail- 
road purchases or reciprocal routing and purchases, it is as- 
serted, “it is very clear and certain that the larger body of 
shippers over the railroads of the country have been guilty of 
no possible offense along these lines. We believe that those 
among the railroads who have fallen into evil ways in this behalf 
constitute a very small minority.” Argument also is made in 
support of the assertion that the proposal would be burden- 
some on carriers. 

As to the recommendation that authority be vested in the 
Commission to require that purchases of any or all materials, 
supplies, equipment or other articles shall be made from the 
bidder whose bid is the most favorable to the carrier, to be 
ascertained by competitive bidding under rules or regulations to 
be prescribed by the Commission, the position is taken that 
there is no necessity for regulations affecting railway purchases, 
other than those now expressed in the Clayton act. In con- 
clusion, counsel for the League say: 


There seems to be a growing sentiment that the regulation of 
carriers has proceeded too far in the direction of tying them down 
by restrictive laws and hampering regulations and that it would be 
a very desirable thing if the carriers could be left with greater free- 
dom of action and a heavier responsibility laid upon their manage- 
ments. In other words, we express the view that it is un-American 
for government to step in beyond the point of policing any business 
against violations of law. If the railroads are not to be owned by the 
government, they should not be managed from Washington. The 
recommendation of the director and examiner with respect to purchases 
has a definite tendency of running counter to this broad view. It is 
opposed as being wholly unnecessary and inappropriate, regardless 
of any and all conditions developed of record in this case or as re- 
flected in the proposed report. 


The Manufacturers’ Association of Connecticut, Inc., in No. 
22455, in the matter of reciprocity in purchasing and routing, 
has made exception and protest to the recommendation of the 
examiners that the law under which right is given to shippers 
to specify routing be rescinded. 

The American Newspaper Publishers’ Association has pro- 
tested to the Commission against the recommendation that the 
shipper’s right to route traffic be taken from him. 


L. & A. WAGE CONTROVERSY 


The emergency board, composed of Davis R. Dewey, Julian 
H. Moore and Walter P. Stacy, appointed on March 10 by Presi- 
dent Hoover under power given him in the railway labor act, 
to investigate and report its findings concerning a dispute or 
questions in difference, about wages and discipline, between the 
Louisiana & Arkansas Railway Co. and its stock-controlled 
affiliate, Louisiana, Arkansas & Texas Railway Co. and their 
employes, has made a report showing inability on its part to 
change the attitude of the disputants. 

As a sort of appendix to its report about the facts, the 
board said that after it had completed the hearings, an earnest 
effort was made by it to bring about an accommodation be- 
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tween the parties which proved fruitless. All were courteous, 
said the board, but firm in their convictions. It said that, so 
far as dollars and cents were concerned, both sides were will- 
ing to concede almost to the meeting point but that each reached 
a position where it felt it could not yield further without sacri- 
fice of principle. Hearings were held at Shreveport, La., March 
15 to March 29. 

Wage reductions by the two carriers, which are not parties 
to the Chicago agreement under which railroad wages were 
reduced 10 per cent, and a few disciplinary acts of the com. 
panies resulting in dismissal of conductors on account of alleged 
violations of rules, created the disagreements, upon which the 
carrier employes based strike declaration votes. 

Wage reductions on the L. & A., involving colored train- 
men and shop craftsmen; engineers, firemen, conductors and 
trainmen on the L. & A. and L. A. & T.; colored train porters, 
brakemen and switchmen in the L. R. & N. seniority district; 
and discipline cases on the L. & A. were the issues considered, 
Unsuccessful mediation and arbitration efforts put the contro- 
versy into such a state as to cause President Hoover to appoint 
the emergency board which has just reported its inability to 
bring the parties together, thereby leaving the strike votes cast 
by the employes outstanding. 

As to the colored brakemen, the report said the action of 
the L. & A., canceling the contract with them and making a 
10 per cent reduction in pay, ran counter to section 2 of the 
railway labor act. 

As to the L. & A. shop employes, the board said it was 
clear that an arbitrable controversy was presented over the 
wage reduction and revision of rules made effective February 
9 and also that it would appear that the carrier should adjust 
the whole controversy or submit it to arbitration. 

Concerning the grievances of the engineers, firemen and 
enginemen, conductors and trainmen on both roads, the board 
said that the carriers were within their legal rights in electing 
to act independently of the Chicago agreement about wages and 
that no exception was to be taken to an effort by the national 
labor organizations seeking to have uniformity in rates of pay. 
The two carriers having pointed to their bad financial condi- 
tion and efforts of the officers to keep them in operation, the 
board called attention to the fact that several of the roads 
parties to the Chicago agreement were operating at deficits and 
said it did not believe the wages of the employes of this road 
should be out of line with customary wages in similar lines of 
employment and suggested that at least the second reduction on 
the L. A. & T. should be withdrawn. 

As to the colored train porters, brakemen and switchmen 
in the L. R. & N. seniority district, the board said that perhaps 
it should be stated that the carrier offered in evidence an agree- 
ment with those employes, effective January 1, covering their 
rates of pay, tending to show a voluntary settlement of their 
differences. It made no recommendation as to the discipline 
cases but said local settlements could be worked out. 


RAIL WAGE STATISTICS 

Class I railroads reported a total of 1,108,691 employes as 
of the middle of January and total compensation of $149,146,229 
for that month, according to statistics compiled from carrier 
reports by the Bureau of Statistics of the Commission. Com- 
pared with the returns for January last year the summary for 
January this year showed a decrease in the number of em- 
ployes of 225,129 or 16.88 per cent. The total compensation 
shows a decrease of $41,491,723 or 21.76 per cent. 

In December, 1931, the number of employes reported was 
1,133,928 and the compensation $154,339,180. 


BOARD OF MEDIATION 


The Board of Mediation, created by the railway labor act 
of 1926, could be abolished, Representative Woodrum, of the 
House committee on appropriations, told the House of Repre- 
sentatives when the independent offices appropriation bill was 
taken up for debate this week. After pointing out that an 
appropriation of $152,135 was proposed for the board, he said 
a board of mediation could be established in its place with one 
active, full-time commissioner, and the Secretary of Labor and 
the Secretary of Commerce as commissioners ex officio, with 4 
small office personnel, ready to act and operate in case of any 
great emergency. 

“If you are looking for economies and for the abolishment 
of useless boards and bureaus, then here is a good place to 
begin,” said he. 

Representative LaGuardia, of New York, contended in effect 
that the board had maintained peace in the railway industry 
and was worth what it cost. 
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NATIONAL COMMODITY FORECAST 


Shippers of the country, through estimates submitted to 
the Shippers’ Regional Advisory Boards and made public by 
the boards, anticipate that carload shipments of the 29 principal 
commodities in the second quarter of 1932 (the months of April, 
May and June), will be approximately 5,082,198 cars, a reduc- 
tion of 756,374 cars or 13 per cent below the actual loadings in 
the same quarter of 1931, says the American Railway Asso- 
ciation. 

All the thirteen boards, according to the estimates, antici- 
pate a reduction in transportation requirements for the second 
quarter of the year 1932 compared with the same period last 
year. The estimate by each board as to what freight loadings 
by cars are anticipated for the 29 principal commodities in the 
second quarter of this year, compared with the corresponding 
period in 1931 and the percentage of decrease, follows: 





Actual Estimated 

loadings loadings Percentage 

1931 1932 of decrease 
er 694,362 626,142 9.8 
PE SD so cccesecesenenecewe 237,262 203,557 14.2 
eS ore ree 245,693 218,513 5 | 
Pacis DIGTUIWOM ..cc cc cseccscvsces 181,740 137,612 24.3 
errata ere 410,454 326,804 20.4 
ee ye a ee re 618,504 573,086 7.3 
EE AP arene emer cmiere™ 876,346 751,622 14.2 
Tre ee 269,686 195,545 27.5 
Weee.= BNO, -EORMOND 60k csccscsccesses 342,588 326,320 4.7 
EE sd td cnaciien ces ott msmaweuee 701,541 561,450 20.0 
EE. coche bale do Ses euuawew wees 467,369 430,815 7.8 
DED aise civeu Saainsaaedaewe 135,900 125,174 7.9 
I iso osc oisineceevreeesnasees 657,127 605,558 7.8 
EE 65 cadena ose acaueeiemesas 5,838,572 5,082,198 13.0 


Each board making the compilation estimated what freight 
car requirements will be for the principal commodities found 
in the territory covered by that board. On the basis of this in- 
formation, it is estimated that of the 29 commodities, increases 
in transportation requirements will develop for three, as fol- 
lows: cotton; cotton seed and products, except oil; and fresh 
fruits other than citrus. 

Commodities for which a decrease is estimated totaled 26, 
as follows: 


All grain: flour, meal and other mill products; hay, straw 
and alfalfa; citrus fruits; potatoes; other fresh vegetables; live stock; 
poultry and dairy products; coal and coke; ore and concentrates; 
gravel, sand and stone; salt; lumber and forest products; petroleum 
and petroleum products; sugar, syrup and molasses; iron and steel; 
machinery and boilers; cement; brick and clay products; lime and 
plaster; agricultural implements and vehicles, other than automobiles; 
automobiles, trucks and parts; fertilizers, all kinds; paper, paper- 
board and prepared roofing; chemicals and explosives; and canned 
food products. 


The estimate in detail as to what transportation require- 
ments will be for various commodities for the second quarter 
of 1932 compared with the same period in 1931 follows: 





——Carloadings Estimated per cent 
; Actual Estimated Increase Decrease 
Commodity 1931 1932 % % 
Grain, ere 257,342 225,167 ee 12.5 
Flour, meal and, other mill 

ee eee 214,279 203,167 oer 5.2 
Hay, straw and alfalfa........ 40,942 35,631 een 13.0 
MNS dec udie ss cu Waudanwae-s 20,537 22,341 8.8 ata 
Cottonseed and products, except 

WE SES CHAS Winwn-c Sess esisiedeasss 12,587 13,150 4.5 — 
CHOP TUUNOD oo s.5s cic cvccsveeds 42,698 40,354 — 5.5 
Other fresh fruits... i... 58,918 60,069 2.0 eit 
i OEE ne 69,382 63,132 mee 9.0 
Other fresh vegetables........ 102,718 91,754 sieve 10.7 
eae ae 257,436 250,847 oe 2.6 
Poultry and dairy. produécts.... 47,472 44,591 eae 6.1 
LL res. 1,649,870 1,490,302 a 9.7 
Ore and concentrates......... 239,800 154,087 Nae 35.7 
Gravel, sand and stone........ 589,508 461,925 iam 21.6 
ge age ELE TE EE 26,283 24,684 5% 6.1 
Lumber and forest products.. 470,552 377,544 eek 19.8 
Petroleum and petroleum 

Re Ere 608,352 591,839 Bax 2.7 
Sugar, syrup and molasses.... 43,115 40,973 ee 5.0 
eS eee 304,000 259,389 piu 14.7 
Machinery and boilers......... 35,305 28,151 ous 20.3 
SE ee 171,585 143,014 —— 16.7 
Brick and clay products....... 86,348 69,999 wees 18.9 
Lime and plaster.........+.<. 42,030 36,917 Sie 12.2 
Agricultural implements and 

vehicles other than auto- 

CEE. cceciewhcussehece cnn 14,339 8,819. pane 38.5 
Automobiles, trucks and 

A re 152,603 111,671 one 26.8 
Fertilizers, all kinds........... 134,860 98,113 ca 27.2 
Paper, paperboard and pre- 

POPOE TOOEME ....osccccsccee 84,029 77,784 7.4 
Chemicals and explosives...... 21,930 20,908 4.7 
Canned goods—all canned food 

products (includes catsup 

jams, jellies, olives, pickles, 

DECMIE VON, COE osc cccsctic ene 39,752 35,876 eis 9.8 

Total for all commodities. .5,838,572 5,082,198 
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SOUTHEAST ADVISORY BOARD 


Basic industries of the southeast reporting to the thirty- 
seventh regular meeting of the Southeast Shippers’ Advisory 
Board at Chattanooga, Tenn., March 31, predicted an aggregate 
decrease in prospective freight car loadings in April, May and 
June of 20 per cent under the corresponding period of last year. 
It is the belief of these industries, however, as noted in the 
reports, that projects, plans and other determining factors now 
under way unmistakably point to some tangible developments, 
definite progress towards business recovery confidently expected 
within the next three months. 

Strong undercurrents felt in inquiries and demands for brick, 
clay and products, iron and steel and lumber and forest products 
indicated improvement in current inactive markets that should 
bring shipments now running 25 to 30 per cent below last year 
up to within 15 per cent of that level, it was stated. 

Unusually warm weather, losses to gas on land and fuel 
oil on ships, coupled with curtailed industrial operation and 
railroad usage, will result in a decreased movement of 20 per- 
cent in coal and coke, according to reports. Some slight im- 
provement has been found in current petroleum and product 
markets in certain districts; however, prices continue low, re- 
tarding production and sales. 

An increase in the carload minimum will have some effect 
on the number of carloads of citrus fruits to move in the second 
quarter; however, it was estimated that, in the aggregate, a 
decrease of 12 per cent would be shown. 

Textile mills reported increases in active spindles as well 
as orders and looked for the current movement, now exceeding 
that of 1931 by 5 per cent, to continue throughout the second 
quarter, while the cotton committee of the board anticipated 
that shipments to concentration points, ports and to mills would 
run between 10 and 12 per cent better than in 1931. 

Movement of fertilizer and materials will average about 
30 per cent under 1931, while the aggregate shipments of fresh 
fruits should approach closely the level of last year, if predic- 
tions are confirmed. Present indications are that the peach 
crop this season will be very short. A decrease of 30 per 
cent expected in shipments of potatoes and of 15 per cent in 
production and movement of other fresh vegetables, was re- 
ported. 

Because of the tremendous grain crop produced in the south 
last season, all of which was used for local consumption, ship- 
ments of grain and grain products had been 25 per cent under 
those of 1931, it was stated. Recent indications, according to 
the reports, point to a movement in the second quarter aggre- 
gating 15 per cent under that of the corresponding period last 
year, or an increase of about 10 per cent over current loadings. 
A decrease of 10 per cent was looked for by the sugar, syrup 
and molasses committee, occasioned by sale of beet sugar and 
general condition of the market. 

W. N. Hicks, chairman, freight station section, American 
Railway Association, Atlanta, Ga., reported that a survey con- 
ducted at all strategic points in the southeast definitely indi- 
cated that the reductions which the railroads have been forced 
to make were not effected at any sacrifice of service to the 
shipping public. Results of this survey demonstrated that, 
despite these reductions, the carriers were constantly endeavor- 
ing to, and today were rendering to the shipping public a greater 
degree of efficient service than ever before, he said. 


E. Del Wood, traffic manager, Chattanooga Manufacturers’ 
Association, Chattanooga, Tenn., general chairman of the board, 
presided, assisted by A. J. Young, traffic manager, International 
Agricultural Corporation, Atlanta, Ga., vice-chairman, and W. A. 
Gunn, traffic manager, Purina Mills, Nashville, Tenn., general 
secretary. 


MIDWEST SHIPPERS’ BOARD 


Current transportation problems, general business condi- 
tions, and problems of government all received attention at the 
twenty-seventh regular meeting of the Mid-West Shippers’ Ad- 
visory Board, at Chicago, April 7. The meeting was attended 
by nearly four hundred shipper and carrier representatives and 
was marked by more than usual attentiveness of the members 
to what were repeatedly termed the unprecedented problems 
faced by business and industry. In eloquent and even pas- 
sionate language the two principal speakers attacked the mount- 
ing cost of government and discussed other governmental trends. 

Carloadings in the territory of the board will be 26.4 per 
cent less in the second quarter of the year than in the corre- 
sponding period of 1931, according to the reports of the com- 
modity committees. Only three out of the twenty-six commit- 
tees reporting anticipated that loadings in their particular lines 
would show an increase over loadings in the similar period last 
year, while 17 expected decreases, ranging as high 50 per cent, 
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reported by the coal and coke committee, the ore and concen- 
trates committee, and the agricultural implements and vehicles 
other than automobiles committee. A reduction of 42 per cent 
in anticipated shipments of iron and steel was reported and that 
was followed, in point of degree of expected decreases, by the 
brick and clay products and the fertilizer committees, which 
reported decreases of 30 per cent; the cement committee, 26 
per cent, and the lumber and forest products committee, 25 
per cent. 

In presenting a brief summary of general transportation 
conditions, H. G. Taylor, manager of the public relations section 
of the car service division, American Railway Association, 
remarked that the railroads did not expect to occupy all the 
space at the “wailing wall,” but expected to make room for 
industry representatives and those of agriculture. Committee 
chairman after committee chairman asked to take over the place 
reserved for him, and, figuratively, did so. That was offset, in a 
measure, by a general expression of sentiment, coupled with the 
reports as to actual conditions, voiced by Mr. Taylor. 

“The railroads haven’t much business,” he said, “but we 
still have hope.” The only danger that confronted the American 
people, he asserted, was the danger of loss of hope. He made 
telling reference to a remark of the late Dwight Morrow that 
“hope is greater than history.” As one item in a picture of 
idle railroad property, he said there were 750,000 freight cars 
not working—sufficient to make two solid trains from New York 
to San Francisco. New elements in the transportation situation, 
he went on, called for thought and conservative action. There 
Was no question, he insisted, but that each of the competing 
transportation agencies had a place and a task to perform. It 
was the job of the people served by the various transportation 
agencies to determine the place of each of those agencies, he 
said, and all that the railroads asked was that a fair com- 
petitive situation be created. 

Numerous references were made to increased use of trucks 
by shippers. An illuminating instance of that occurred in con- 
nection with the report of the poultry and dairy products indus- 
try. The report was made by W. F. Ehmann. It showed that 
car loadings in Wisconsin in the second quarter of this year 
would be about 15 per cent under loadings in the same period 
a year ago. W. H. Ebling, agricultural statistician of Wisconsin, 
questioned the severity of the decline indicated. He commented 
that shipments of the commodities covered were largely deter- 
mined by volume of production, independent of price. Produc- 
tion was high, he said—almost, if not quite, as high as last 
year. In response, Mr. Ehmann said that the decrease in rail car 
loadings was largely based on increased use of trucks, supple- 
menting that with a detailed picture of what was taking place. 


Recapture Clause 


Action to some extent outside the usual routine of advisory 
board proceedings resulted from the presentation in the report 
of the executive committee of a resolution condemning the 
recapture provision of section 15a of the transportation act. 
The resolution was unanimously adopted by a membership vote. 
It calls for retroactive repeal of the recapture provision and 
that copies be sent to the appropriate Congressional committees 
and to members of Congress from Illinois, Iowa, Wisconsin, 
Indiana and Michigan, in which states the board functions. 
Reasons assigned for the action included declarations the “law 
is seriously impairing railroad credit,” and contributing to the 
existing depression; that its repeal is essential to a restoration 
of railroad credit, and that such restoration is essential to 
maintenance of efficient railroad service. 


Taxation 


Speaking on the subject of “Taxation” at the morning ses- 
sion R. V. Fletcher, vice-president and general counsel of the 
Illinois Central, asserted that solution of the tax problem was 
the most important subject before the American people and 
that “if we don’t solve the problem of taxation the democratic 
system will collapse.” 

Opening his remarks with a statement that he was prob- 
ably the only adult, able bodied male in the country without a 
cure for the depression, he expressed the conviction that the 
taxation question was “on the very threshold” of that problem. 
Taxation and other problems joined with it, he said, made this 
the most critical period in the history of the country, with the 
exception of the Revolutionary period and that of the Civil War. 

Tax statistics, he said, were probably all too familiar to 
his listeners. None the less, he went on, they should be driven 
home. In 1913 the cost of all government—national, state, local 
—was $2,919,000,000, while fifteen years later, in 1928, that had 
risen to $12,609,000,000. That meant an average tax on every 
family composing the nation of $525 a year. “They can’t stand 
it!” he declared. “We need a Moses to lead us out of the 
wilderness.” Among other statistical representation of the 
rapidly mounting cost of government, was one showing that the 
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per cent of the national income absorbed by taxation in one 
form or another had increased from 6.9 to 27 between 1913 
and 1931. 


Further emphasis on taxation and governmental problems 
was given by the principal speaker at the afternoon session, 
Bernard W. Snow, crop statistician. He declared that there had 
been a complete change in the pattern of government since 
1912—-without the average citizen having been called into con. 
sultation. The cost of government had increased fifteen times 
as fast as population in that period, according to his figures, 
Little by little, democratic government had been turned into 
state socialism, he said, till today there were more than 150 
lines of business and professions in which the government is a 
direct competitor with its citizens, using the money of the tax- 
payer to carry on that competition. 


Turning to the situation of the railroads, he pointed out 
that they were singled out early for regulation. No one could 
find fault with the original move in that direction, he said; 
the trouble was that regulation had become simply destructive, 
In addition, he pointed out, the government had gone into com- 
petition with the railroads. A large part of existing economic 
trouble, he held, was to be found in the relationship between 
the government and the railroads. If the only thing the govern. 
ment wanted to accomplish by operation of inland waterway 
barge services, in competition with the railroads, was a reduc. 
tion of freight rates, he asserted, the railroads would be per. 
mitted to make competitive rates with the barge service. “The 
desire of the men in Washington was to destroy the service of 
the railroads so that government operation would be demanded,” 
he said. As long as the railroads were regulated as quasi-mon- 
opolies, he held, they should not be taxed at all. To tax them, 
he said, simply meant that an additional levy must be collected 
from shippers “If taxation were lifted,” he commented, “rates 
could be reduced. That would add to the comforts of civilized 
life to an extent almost unbelievable.” 

Political activity, he explained, was the door through which 
the country entered into its present “desperate situation.” Like- 
wise, he insisted, that was the door through which it must find 
its way out. 


Election of Officers 


The following officers were elected: General chairman, Lavw- 
rence Farlow, secretary, Farmers’ Grain Dealers’ Association, 
Bloomington, Ill.; alternate general chairman, J. E. Bryan, traffic 
manager, Wisconsin Paper and Pulp Manufacturers’ Traffic 
Association, Chicago; general secretary, R. D. Waller, traffic 
manager, Farley and Loetscher Manufacturing Company, 
Dubuque, Iowa. 

A summary of the commodity committee reports, comparing 
estimated loadings in the second quarter of the year with actual 
loadings in the same period of 1931, follows: 











Carloadings Estimated 
Actual Estimated Incr. Decr. 
1931 1932 Percent Per cent 
Se ee ee 53,983 59,381 10.0 
Flour, meal and other mill 

EEN. Sie canned suiotdine-o.0 24,057 24,057 
Hay, straw and alfalfa...... 6,570 6,570 nis 
Other fresh Evite «2.0. ccccscce 1,146 1,300 13.4 xenibl 
reer 2,596 2,000 oe 23.0 
Other fresh vegetables ....... 1,194 1,200 thas ache 
Se errr re 76,178 80,000 5.0 re 
Poultry and dairy products.. 17,262 15,536 10.0 
ae eee 302,000 150,000 50.3A 
Ore and concentrates......... 28,631 14,315 50.0 
Gravel, sand and stone....... 106,556 87,400 18.0 
Rea errr 231 231 er er 
Lumber and forest products... 39,115 29,335 ik 25.0 
Petroleum and petroleum prod- 

ME cancwasaesceweinwanowass 61,172 61,172 sted 
Sugar, syrup and molasses.... 4,775 4,775 cask 
fF ean 38,796 22,500 42.0 
Machinery and boilers........ 6,437 5,150 20.6 
CE as ciciea se ctmbuw sswwemere 25,847 19,078 26.0 
Brick and clay products..... 13,078 9,150 30.0 
OT aaa 4,024 3,420 15.0 
Agric. implements and _ ve- 

hicles, other than automo- 

OO eee eee 8,707 4,358 50.0 
Automobiles, trucks and parts 18,492 14,800 20.0 
Fertilizers, all kinds......... 7,279 5,208 30.0 
Paper, paper board and pre- 

WETOR VOOGME coi ccccccdces 12,123 -10,620 12.4 
Chemicals an explosives...... 3,963 3,170 20.0 
Canned goods — All canned 

food products (includes cat- 

sup, jams, jellies, olives 

pickles, preserves, etc.)..... 12,134 10,314 hiee 15.0 

Total all commodities listed 876,346 645,330 — 26.4 


Note—Total car loadings second quarter, 1930 (two years ago), 


ere: 

All districts, 7,460,036. 

Mid-West district, 1,105,220. 

A—This is later estimate than shown in national forecast issued 
by Car Service Division, Washington, D. C., account shut-down of coal 
mines in this region pending wage agreements. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 


transportation of freight. A ic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought ——_ for 
this column, the department will answer it by letter for a reasonable rge. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Payment of Charges in United States Currency 


New York.—Question: On freight shipments from this coun- 
try to Canada an exchange of approximately 10 per cent is 
added to the freight charges at time of collection, but on ship- 
ments from Canada to the United States, no exchange is col- 
lected when the charges are paid in the United States. It is 
a well known fact that the United States roads pay the 
Canadian, proportion of the freight charges to the Canadian car- 
riers in Canadian funds that are passed through the Bank of 
Montreal, Quebec, and the United States roads pocket the 
difference. In your opinion is there a violation of the Act here? 


Answer.—In New York & Pennsylvania Co. vs. Davis, 9 Fed. 
(2) 911, certiorari denied 271 U. S. 673, 46 S. Ct. Rep. 488, it was 
held that where shippers from Canada into the United States, 
under bills of lading calling for payment of freight in dollars, 
without protest paid joint through rates to the terminal carrier, 
who in turn paid part of freight so collected to Canadian car- 
riers, the shippers could not thereafter, on the theory that the 
Canadian carriers, instead of being paid in money of the United 
States, should have been paid in Canadian money or exchange, 
which was at some 15 per cent depreciation, require the carrier 
collecting the charges to account for such 15 per cent. 


Reconsignment—Liability of Carrier for Failure to Act on Ship- 
per’s Reconsigning Instructions 


Indiana.—Question: We delivered carrier A a shipment 
marked and billed to the wrong destination and three days later 
discovered the error and requested the agent of carrier A to 
wire carrier B to correct the billing and shipment so that the 
shipment would be forwarded to the correct destination. This 
was done very promptly by carrier A, by telegram, and this 
shipment was at the junction of carrier B. However, carrier 
B, instead of telephoning the instructions to carrier C at the 
junction point, merely wrote a memorandum to carrier C and 
it seems that carrier C did not try to catch the shipment, but 
permitted the shipment to go to the erroneous destination. 


We feel it was the duty of carrier B to inform carrier C of 
this correction at once, at least by telephone, confirming the 
instructions by letter. That, since carriers B and C neglected 
to do so, they shoud be responsible for the extra freight charges 
which we were compelled to pay for reforwarding this shipment 
from the original destination to the corrected destination, as 
requested by us. We now have a claim in suspense with car- 
rier A, who insist they are not responsible and decline to favor 
us with payment. 


We would like to have your opinion in regard to this matter. 

Answer: In Humble Oil & Refining Co. vs. N. Y. C. R. Co., 
93 I. C. C. 331, reparation was awarded for the negligence of 
the intermediate carrier in failing to transmit promptly the 
complainant’s request for diversion, which failure resulted in 
a back-haul with consequent additional freight charges. See 
Central Foundry Co. vs. Southern Railway Co., 42 I. C. C. 


As to carload shipments, it would appear from the state- 
ment of the Commission on page 335 of its decision first referred 
to above that the requirements of the reconsigning tariff that 
a request for diversion must be made or confirmed in writing 
and the bill of lading surrendered, must be complied with by 
the shipper. 


As to less than carload shipments, see our answer to 
Montana, on page 1442 of the January 13, 1931, Traffic World, 
under the caption “Reconsignment of Less-Than-Carload Ship- 
ments,” in which we expressed the view that a tariff provision 
for the reconsignment of less-than-carload shipments is a con- 
dition precedent to liability on the part of the carrier for failure 
to reconsign. 
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Tariff Interpretation—Full Visible Capacity of Car—What Con- 
stitutes 


Ohio.—Question: Referring to your answer to Ohio, as car- 
ried in the September 26, 1931, Traffic World, on page 688, in 
regard to the application of Rule 15 of the Classification. We 
are now confronted with the question of what constitutes visible 
capacity of a car. 

The commodity in question occupied the entire car floor 
space and approximately one-half of the height of the car, carry- 
ing a commodity known as tool racks, other than display. The 
carriers are now contending that this loading did not comply 
with the rule that the full visible capacity of the car must be 
used,» in view of the fact that only half of the capacity was 
used in this particular instance. 

We would appreciate your advising what rulings or decisions 
have been made as to what constitutes full visible capacity of 
a car, and whether in the instant case material loaded into 
car which covered the entire floor space and one-half high 
would or would not constitute visible capacity, as it seems this 
is the only question left to decide, 

Answer: With respect to this question see the decision of 
the Commission in Brooks-Scanlon Lumber Co. vs. Director 
General, 73 I. C. C. 109; Lumber Carload Minimum, 68 I. C. C. 
98, and Minimum Weights on Corn in Southwest, 26 I. C. C. 
194. 

Where there are tariff provisions defining the term “visible 
capacity,” the provisions of the tariffs govern the loading of 
cars subject thereto. 

We can locate no decision in which the Commission has 
laid down a rule for determining when a car is loaded to full 
visible capacity, but it would seem that the term must neces- 
sarily mean that the entire space capacity in the car shall be 
utilized to the fullest extent and that no more freight of the 
character contained in the car can be loaded therein. This is, 
of course, a question of fact in each instant, depending upon 
the nature of the commodity. 


Routing and Misrouting—Shippers Error in Stating Destination 


Tennessee.—Question: We desire to know the amount of 
freight that a carrier would be entitled to in following case: 

A shipment originated at a point in Florida consigned to 
Knox, Tenn. The tags on the shipment and the bill of lading 
read Knox. 

The shipment was carried to Nashville, and the railroad at 
that point wired the shipping point for advices as to whether 
the destination was intended as Knoxville, Tenn. The originat- 
ing agent wired that the shipment was intended for Knoxville, 
Tenn. The shipper was assessed charges to Nashville plus the 
local charge to Knoxville, inasmuch as Nashville was not inter- 
mediate to Knoxville from point of origin. 

There is a Knox, Tenn., but the shipment never reached 
there, same being stopped at Nashville by the carrier for in- 
vestigation as to the correct destination. 

In a case of this kind what would be the correct basis of 
charges? The shipment moved on a class rate and was a 
less than caroad shipment. 

Answer: See, with respect to this question, the decision 
of the Commission in Riverside Western Oil Company vs. Mid- 
land Valley Railroad Co., 42 I. C. C. 589, on page 590 of which 
case the Commission said: 


The difficulty with reference to the shipment was the result of 
three errors: The error of the shipper; the error of the initial car- 
rier’s agent in executing the erroneous bill of lading in the first 
instance; and the error of the North Western in not obtaining def- 
inite information from the initial carrier or from the shipper as to 
the correct destination. 

Under the circumstances of this case we think that by reason of 
its own error the complainant may not impute negligence to any 
of the defendants, notwithstanding the fact that defendants failed 
to meet their full duty with respect to this shipment. Woodland 
Lumber Co. vs. N. S. R. R. Co., 38 I. C. C. 709. 

We find that the charges collected are not shown to have been 
unreasonable or otherwise in violation of the law. The complainant 
will be dismissed. 


Tariff Interpretation—Failure to Show Concurrence 


Florida.—Question: The Interstate Commerce Commission 
orders certain carriers to reduce rates. When the tariff is pub- 
lished by the carriers, a certain carrier is, through error, not 
shown as a party to the tariff. A shipment is routed in con- 
nection with the line which, through error, was not shown as 
participating in the rate. Is a shipper entitled to the reduced 
rate, because the carriers failed to comply with the order of 
the Interstate Commerce Commission when shipment is routed 
by the shipper in connection with the line which, through 
error, is not shown as a party to the reduced rate? 

In the event that charges are assessed on basis of the 
reduced rate and the carriers attempt to collect an undercharge 
based on a combination rate, because this particular interme- 
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diate carrier was not shown as a party to the tariff, is the 
shipper compelled to pay the undercharge, or can he refuse to 
pay the undercharge because carriers failed to reduce the rate 
in accordance with the order of the Interstate Commerce Com- 
mission. 

Answer: With respect to this question see the Commission’s 
decisions in the following cases: E. I. DuPont de Nemours 
Powder Co. vs. Wabash R. R. Co., 33 I. C. C. 507; Morton Salt 
Co. vs. M. L. & T. Co., 28 I. C. C. 422; Texico Transfer Co. vs. 
L. & N. R. R. Co., 20 I. C. C. 17, and Black Horse Tobacco Co. 
ve. 1. ©... BH. Co., 1 i. c.. €. 56. 

In these cases the Commission found that where, by reason 
of the failure of a tariff naming a rate to a point on a garrier 
not shown as a participating line in the tariff, a rate in excess 
of the rate named in the tariff was exacted on a shipment, the 
charge assessed was unreasonable to the extent it exceeded the 
rate named in the tariff and awarded reparation to this basis. 

Without complete facts it is not possible to apply the de- 
cisions of the Commission to your case. That is, we are not 
advised whether the line omitted was merely an additional in- 
termediate carrier or a carrier whose participation in the tariff 
is essential to the movement of a shipment to a given des- 
tination. 

As you will observe, the Commission has, where the shipper 
has relied, to his injury, on a rate published in a tariff without 
the concurrence of a carrier on which the destination is located, 
found the charges assessed to be unreasonable and awarded 
reparation, but has not found the additional charge to be an 
overcharge. See, however, the decision in Kennedy & Co. vs. 
St. L. S. W. Ry. Co., 22 I. C. C. 277, denying reparation where the 
compainant has not been damaged. 

You may pay the undercharge and then apply to the Com- 
mission for a finding of unreasonableness and an order for 
reparation, or, you may refuse to pay the undercharge and apply 
to the Commission for a finding of unreasonableness and an 
order to waive the undercharge. 


Damages—Application of Released Valuation to Special Damages 


Ohio.—Question: Your answer to our inquiry as shown on 
page 198 of the Traffic World of January 23, 1932, indicated to 
us that the terms of the express receipt showed that the released 
valuation clause has no relation to special damages. Byers 
vs. Southern Express Co., 81 S. E. 741, Southern Express Co. 
vs. Byers, 240 U. S. 612, 36 S. Ct. Rep. 410 is cited by you. The 
Railway Express Agency, however, refuse to accept this as 
authority to settle with us at the balance due on the claim. 
They advise that the Interstate Commerce Commission has 
decided in favor of the carriers in the following cases: New 
York, Philadelphia & Norfolk Railroad Company vs. Peninsula 
Produce Exchange, 240 U. S. 34, 36 S. Ct. Rep. 274; K. C. S. 
Railway Co. vs. Carl, 227 U. S. 639, 33 S. Ct. Rep. 291, and 
Coos Bay Amusement Company vs. American Railway Express 
Company, 277 Pac. 107. We would appreciate it if you would 
further investigate this matter for us and let us know whether 
you are still of the opinion that the special damages for which 
we filed claim have no relation to the declared valuation of the 
shipment. 

Answer: The specific question involved in your inquiry, 
i. e., a carrier’s liability for special damages resulting from 
delay in transportation, was not in issue in any of the cases 
cited by the Express Company. 

However, in Coos Bay Amusement Company vs. American 
Railway Express Co. (Ore.), 277 Pac. 107, the court expresses 
an opinion, although obiter dictum, which is directly opposite 
to the conclusion of the court in Byers vs. Southern Express 
Co., 81 S. E. 741. In the former case the court said: 


Counsel for plaintiff concedes that there would be a limited 
liability in this case, if there had been a “‘loss, damage or injury” 
to the property, but asserts that this is an action to recover dam- 
ages for delay in shipment. This contention is inconsistent with the 
allegations of the complaint that ‘‘defendant utterly failed to deliver 
the property on that date, or at all.” As a matter of fact, we are 
concerned with a case of wrongful delivery, and not one of delayed 
shipment. We think, however, that the language of the federal act 
is broad and comprehensive enough to include damages sustained 
by either delayed shipment or wrongful delivery. As stated in G. 
F. & A. Ry. Co. vs. Blish Milling Co. 241 U. S. 190, 36 S. Ct. 541 “when 
the goods have been misdelivered there is as clearly’? a failure to 
make delivery as when the goods have been lost or destroyed. . . 


The opinion of the court in the Byers case, 81 S. E. 741, is 
supported by the decision in Kirby vs. American Ry. Express 
Co. (Wash.), 242 Pac. 24, in which case the court said: 


The appellant further argues, however, that the amount of 
damages cannot exceed, in any event, 50 cents a pound on the weight 
of the shipment; the tariff and schedules of rates being properly 
on file, and they providing that for shipments of this kind, where 
the value of the shipment is not disclosed, the carrier should not 
be liable for more than $50 on any shipment of 100 pounds or less, 
and not exceeding 50 cents per pound on any shipment weighing 
more than 100 pounds, unless a greater value is declared. The 
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answer to this contention would seem to be that there was no 
receipt given, such as is required on interstate shipments by the 
Carmack amendment, and the record does not show that the limi- 
tation of liability contained in those receipts applies to anything 
other than loss of the goods shipped, while the claim here is for 
damages for delay in delivery; also, in the absence of a receipt, it 
would seem that the common law liability should attach. This is 
a question upon which the Supreme Court of the United States ap. 
parently has not squarely passed, and the decisions of that cour, 
so far as they throw any light on what the proper conclusion should 
be, look in both directions. There are opinions indicating that the 
tariff and schedules are binding, even when no receipt is given: 
on the other hand, there are opinions indicating that, where the car- 
rier has given no receipt, the limited liability does not apply. But 
as we view it, it is unnecessary for this court to attempt to reconcile 
these decisions and lay down a rule, for the reason that so far as 
it appears in this case, the receipt, if it had been given, would 
mpl te applied to the case of special damages arising from delay 
n delivery. 


In the absence of a decision of the Supreme Court of the 
United States specifically holding to the contrary, we see no 
reason for changing the views expressed in our answer to 
which you refer. 


Tariff Interpretation—Application of Emergency Charges to 
Shipment From Points in Canada to Points in Foreign Coun- 
try Through the United States 


Connecticut.—Question: Your opinion regarding the appli- 
cation of emergency charges on the following shipments will 
be appreciated: 

Shipment from Canada to Mexico passing through the 
United States and covered by through export bill of lading. 

Shipment from Canada to South America passing through 
the United States and covered by domestic bill of lading marked 
for export. This shipment moved through the port of Boston. 

Does the fact that the shipment moved in bond alter the 
situation? We are endeavoring to determine to what extent the 
emergency tariff can be applied on export shipments, consid- 
ing the various methods of billing such shipments and the 
fact that the Commission in Seymour vs. M. L. & T. R. R. & 
S. S. Co., 35 I. C. C. 492, ruled that a shipment from Germany 
to Mexico which entered this country at New Orleans and was 
transported to El Paso in bond was not subject to regulation. 

Answer: Notwithstanding the decision of the Commission 
in Oswego vs. B. & O. R. Co., 151 I. C. C. 717, it would appear 
that as to shipments moving in continuous transportation and 
on joint through rates from a point in a foreign country through 
the United States to a point in a foreign country, on which 
traffic rates are not, as we understand, filed with the Interstate 
Commerce Commission, the emergency charges provided for in 
the Tariff of Emergency Charges, are not to be added to the 
line-haul transportation charges published in tariffs issued by 
the Canadian carriers. See United States Steel Products Co. 
vs. Director General, 88 I. C. C. 57, in which case the Commission 
said: 


By complaint filed August 31, 1922, it alleges that during the 
period of Federal control it exported certain commodities from points 
in the United States east of the Mississippi River and from points 
in Canada to consignees in Japan, China and other far eastern 
countries; that these shipments moved through Seattle, Tacoma, and 
other Pacific coast ports of transhipment; that the shipments all 
moved on through export bills. of lading, or on shipping receipts 
or domestic bills of lading which were exchanged for through export 
bills of lading in conformity with the tariffs; that the director 
general now claims that under the tariffs in effect when the ship- 
ments moved they were subject to demurrage and storage charges 
for detention at ports of exit; and that said detention charges were 
and are illegal and the claims therefor unfounded. The complaint 
refers to shipments moving through Pacific coast ports other than 
Seattle and Tacoma, but the evidence covers only traffic through 
those two ports. Traffic moving from a foreign country through the 
U. S. to a foreign country is not subject to our jurisdiction. There- 
fore the shipments covered by this complaint which originated in 
Canada will not be further considered. 


Furthermore, the emeregency charge is to be added only 
when tariffs make specific reference thereto, as the Tariff of 
Emergency Charges carries on its title page a special notice 
reading: 


This tariff is applicable only in connection with tariff publica- 
tions making specific reference to this tariff and to the extent in- 
dicated in such tariff publications. 


The fact that a shipment moves in continuous transporta- 
tion and on joint through rates, rather than that it moves in 
bond, would appear to be the deciding factor as to whether 
the mergency charge is to be added, under the findings of the 
Commission in Oswego vs. B. & O. R. Co., 151 I. C. C. 717, in 
which case the Commission, on page 719, said: 


The Canadian grain moving from either Buffalo or Oswego to 
the Atlantic ports for export does not move on through rates, and 
apparently it does not move on through billing and its transportation 
is seldom if ever continuous and unbroken. As pointed out in our 
prior report, the only grain moved through Oswego heretofore, s0 
far as the record shows, was shipped by a Canadian broker who 
stored about 917,000 bushels in an elevator there with a view to 
moving it later to New York by barge canal or rail, whichever had 
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the lower rate. Likewise it appears that bonded grain may be and 
usually is stored in elevators at Buffalo, and that it is sometimes 
milled there and exported in the form of flour. For the portion of 
the transportatsen within the United States separate and distinct 
s are charged. 
ae 4 view of these circumstances we find nothing in the interstate 
commerce act or in the decisions of the courts to indicate that we 
are without power to prescribe a nonprejudicial basis of rates on these 
commodities for the transportation which takes place within the 


United States. 
Tariff Interpretation—Application of Emergency Charges to Ship- 
ments from Points in Canada to Points in the United States 


New York.—Question: I have noted with interest the ques- 
tion from “Canada” and your reply thereto on page 582 of the 
Traffic World for March 12, 1932, dealing with the question of 
the emergency charge on traffic from Canada. 

This question has bothered us considerably because We move 
a large amount of traffic of several kinds from Canada to the 
United States, also some traffic northbound from the United 
States to Canada. This question has bothered us to such an 
extent that we have filed a complaint with the Commission. 

Your reply to “Canada” is not entirely clear to the writer. 
Our position is that the tariff of emergency charges is not in 
accordance with the finding of the Commission in Ex Parte 103, 
hence our complaint. 

Answer: Our answer was intended to express the opinion 
that the effect of applying the increase would be to increase the 
joint through rate the amount of the increase provided for the 
domestic rate, in that, if the proportion accruing to the carrier 
in the United States is increased to the extent approved for 
domestic rates, the increase will be that amount whether it is 
added to the joint through rate or the proportion accruing to 
the carrier in the United States. 

We do not believe that it was intended that the amount of 
the increase is to be proportioned or divided by percentages 
based on the division accruing to the Canadian and United 
States carriers and the joint through rate increased only to the 
extent of such proportion of the increase. 


Reconsignment on Condition of Protection of Through Rate 


New York.—Question: Kindly quote latest ruling in favor 
of consignee or shipper to cover the following case: 

A shipment of California fresh grapes was diverted in tran- 
sit, diversion instructions placed with the stipulation that the 
through rate of $1.73 per cwt. be protected. Carrier accepted 
instructions and accomplished diversion. 

Six (6) months after car was delivered, consignee was pre- 

sented with balance-due bill on the basis of the through rate of 
$2.45 per cwt., which consignee now finds is the correct tariff 
rate to apply over the route which car moved. 
; It is our contention that carrier should have notified con- 
signee upon receipt of diversion instructions or soon thereafter 
that through rate of $1.73 could not be protected, so as to give 
them opportunity to furnish other disposition. 

Answer: In regard to this question, see the Commission’s 

decisions in Chevrolet Motor Co. vs. C. R. I. & P. Ry. Co., 132 
I. C. C. 337, and Lehr Lumber Co. vs. R. R. & G. Ry. Co., 132 
I. C. C. 385. Under the decision in the first case, a condition 
precedent to liability on the part of the carrier, if the reconsign- 
ing instructions call for the application of a specific rate, is that 
the reconsigning instructions be given in time for the carriers 
to intercept the shipment at a junction via which the rate speci- 
fied in the reconsigning instructions applies. 
_ Under the decision in the latter case, if the reconsigning 
instructions are not conditioned upon the protection of a spe- 
cifically named rate, the rate applicable via the route the ship- 
ment moved must be used. In this case the Commission said: 


The reconsignment instructions were not to protect a joint through 
ae or any specific rate, but the “lowest through published rate.” 
uch instructions obviously meant the lowest through rate applicable 
over the route traversed from point of origin to the point at which 
the shipment was reconsigned. The instruction was not sufficient to 
operate as a notice to defendants that complainants wanted a rate 
which was not applicable over the route traversed to East St. Louis. 

We find that, under the circumstances shown of record, the 
defendants were not under duty to notify complainants that the 
38.5-cent rate was unapplicable; and that the rate charged was ap- 
Plicable and not unreasonable. The complaint wil be dismissed. 


See, also, the decision in F. S. Martin & Co. vs. A. T. & S. 
F. Ry. Co., 176 I. C. C. 573, in which case the Commission holds 
that where there is a conflict between the routing instructions 
and the rate named in the reconsignment order, it is the duty 
of the initial carrier to obtain further and definite instructions 
from the consignor, and its failure to do so renders it liable for 
any damages which may have resulted therefrom, citing Gibson 
Fruit Co. vs. C. & N. W. Ry. Co., 21 I. C. C. 644. 

The Commission distinguishes this case from Chevrolet 
Motor Co. vs. C. R. I. & P. Ry. Co., 182 I. C. C. 337, on the ground 
that it differs from that case in that the E. J. & E., the initial 
Carrier in 176 I. C. C. 573, was able at the time the reconsign- 
ing order was given to forward the shipment over the route over 
which the rate named in the order applied. 
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MILEAGE RATES CONDEMNED 


Approximately forty traffic managers and other representa- 
tives of shippers from a dozen or more cities in the central 
west attended a meeting at Chicago, April 6, called by the 
St. Louis Shippers’ Conference Association, to consider a pro- 
gram looking to elimination of mileage as a dominant factor 
in the determination of rates. 

The meeting was presided over by W. E. Rosenbaum, St. 
Louis commerce counsel, chairman of the legislative commit- 
tee of the St. Louis Shippers’ Conference Association, over 
whose signature the call for the meeting went out. Plans for 
the creation of a national organization with the purpose of bring- 
ing about changes in existing transportation laws, or taking 
such other steps as might prove desirable to the end of cur- 
tailing the trend toward “frozen” rate structures, dominated 
largely by distance considerations, were discussed at length. 
Among the speakers were John A. Kuhn, of the Omaha Grain 
Exchange; A. F. Vandegrift, traffic manager, Louisville Board of 
Trade; Murray Billings, traffic manager, Illinois Steel Com- 
pany, Chicago; C. R. Maier, assistant general freight agent, Rock- 
Island, Chicago; W. Y. Wildman, traffic manager, Illinois Coal 
Traffic Bureau, Chicago; C, E. Hochstedler, traffic director, 
Chicago Association of Commerce; W. D. Goble, traffic manager, 
National Lime and Stone Company, Findlay, O.; Frank E. Guy, 
traffic manager, Universal Atlas Cement Company, Chicago, and 
Mr. Rosenbaum. 

In opening the discussion Mr. Rosenbaum said the St. Louis 
organization had adopted resolutions recommending certain 
changes in transportation law, believing such changes would 
serve to check the tendency toward mileage rates, but that it 
had an open mind with respect to further action designed for 
the same purpose. Favorable comment on the St. Louis action 
had been received from all parts of the country, he said. Em- 
phasizing what he considered the importance of the subject, he 
declared that industry after industry was being restricted to 
local distribution as a result of mileage scales ordered by the 
Commission. “Something has got to be done,” he said. “The 
situation is getting desperate.” He said that, at one time, he 
had been an advocate of the mileage basic for rates, but that 
that was before he had seen the practical results of applying 
such a theory to rate-making, as illustrated in the southwest 
in the last four years. He expressed the view that there were 
many more like himself who had, at one time or another, not 
been convinced of the evil of mileage rates, but who, since such 
rates had become so dominant a part of the freight rates 
structures, were now convinced that the interests of both ship- 
pers and the railroads were being seriously impaired. He 
stressed the importance of avoiding conflicts. between local 
interests or of different sections of the country in attempting 
to arrive at a program to meet the situation. 

For the most part, the speakers were inclined to absolve 
the Commission from responsibility for the situation complained 
of. In a number of instances the statement was made that 
the Commission was “following the line of least resistance” in 
prescribing mileage scales in cases brought before it, but the 
view that the Commission could do little but prescribe mileage 
scales, with the law as it is and with rate case testimony 
what it is, was more prevalent. In litigation before the Com- 
mission, both shippers and the railroads have relied to a large 
extent, it was pointed out, on mileage comparisons. 

On the other hand, a number of the speakers, including 
Mr. Billings, called attention to what they held to be a change 
in administration of relatively static law. They said there had 
been no fundamental change in the controlling law since the 
Commission had been in existence and yet, in effect, mileage 
scales were a modern evil. The law had not changed but its 
administration had. 

The fourth section of the interstate commerce act was 
roundly condemned by all who made reference to it and it was 
suggested that there should be a modification of section three 
in such way that the Commission’s administration of it might 
be liberalized. That modification, as proposed by Mr. Rosen- 
baum, might take thé form of including phraseology similar to 
that in section two, so that the Commission would not be re- 
quired to find undue prejudice, except where “circumstances and 
conditions are similar,” regardless of the transportation service 
performed. 

With the exception of suggestions as to revisions of sec- 
tions three and four of the act, nothing of a concrete nature 
was proposed as a program. The difficulty of finding some 
substitute for mileage as a criterion of the reasonableness or 
justice of rates was reflected in most of the talk. Rates that 
would move traffic and that would permit free competition 
among shippers without doing violence to established business 
interests were what were needed, according to all. That 
mileage must necessarily remain a factor in arriving at rates, 
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but some way must be found of minimizing its influence, was 
the gist of what was said. 

The meeting concluded with the adoption of a resolution 
empowering the chairman to appoint a committee, with himself 
as chairman, to draw up specific proposals with respect to 
revisions in transportation law and a program for a national 
organization, to be presented to a meeting in Chicago May 5. 
The date of the meeting was settled on in view of the prospect 
of a large number of shippers being in Chicago at that time, 
attending hearings before the Western Classification Committee 
and the reopened hearing in the western grain rate case, docket 
17000, part 7. 

Mr. Rosenbaum appointed the following members of the 
committee and said that members representing other sections 
of the country would be appointed later: Mr. Guy, Mr. Vande- 
grift, Mr. Kuhn, Mr. Billings, Mr. Wildman, Mr. Goble, and Elmer 
Westlake, San Francisco attorney. 


COAL AND RAILROADS 


Senator Logan, of Kentucky, has submitted to the Senate 
a letter from W. R. Cole, president of the Louisville & Nash- 
ville Railroad Co., setting forth objections to S. 2935, a bill to 
create a bituminous coal commission. 

The effect of the bill, said Mr. Cole, was to give the coal 
commission “supreme control of the production, marketing, and 
transportation of bituminous coal in this country, and invests 
it with practically arbitrary power over this great industry.” 
In part he said: 


In connection with the arbitrary control granted to the Com- 
mission, attention is called to section 8 of the act, which prohibits 
a railroad building a siding or a switch for a new mine until and 
unless permission is received from the Interstate Commerce Com- 
mission, with the further limitation that the Interstate Commerce 
Commission can grant no such authority until it is approved by 
the coal commission. Here, then, is a proposal that the power 
of the coal commission shall be extended to the development or 
the nondevelopment of traffic on any and every coal-originating rail- 
road in America. For example, the mines, or many of them, on 
a given railroad might ‘work out’’ and its coal traffic reach the 
disappearing point, and yet, should the coal commission conclude 
that it would be for the best interest of the coal industry as a 
whole that no more mines be opened on that railroad, it can simply 
refuse a permit for new mines and thus, in a supposed effort to 
benefit the coal industry, it may destroy the value of investments 
aggregating hundreds of millions of dollars in coal railroads, coal 
fields, and towns dependent upon coal operations. Indeed, the 
whole theory of this proposed legislation is a disregard of indi- 
vidual rights in a wholesale way. Upon the assumption that this 
bureau at Washington will be wise enough and honest enough to 
justify intrusting to it the making or breaking of a vast num- 
ber of our citizens in respect of their private properties, worth 
billions of dollars, the alleged benefits of such legislation are still 
a in comparison with the possibilities of evils of all 
sorts. 

There is universal complaint that through its countless bureaus 
the government is already far too much “in business.’’ The cre- 
ation of this proposed new commission would put it in deeper 
still, besides greatly increasing its administrative expense at a 
time when economy is needed as never before. Because this bill 
is in principle un-American, and in possibilities dangerous to the 
whole body politic, it should be defeated. 

Some of the provisions of this act are believed by competent 
counsel to be unconstitutional, but it is inadvisable to take chances 
of that sort. 

What the coal industry needs is an opporunity to work out its 
own salvation—like the hundreds of other private industries of 
this country—through natural competitive forces unrestrained by 
——— eo new or old. 

The uisville & Nashville Railroad Co. is deeply concerned 
about this bill, for in normal times coal constitutes about 60 per 
cent of its tonnage, and to secure this it has invested many mil- 
lions in the construction of coal lines to serve the fields of Kentucky, 
Tennessee, Virginia, West Virginia and Alabama. 


ORGANIZATION OF WAREHOUSEMEN 


R. R. Sutton, secretary of the Pasadena (California) Trans- 
fer and Storage Company, announces the organization of fourteen 
household goods public warehouses under the name of the 
United Warehouses, Incorporated, composed of the following 
members: Alhambra Transfer & Storage Co., Inc., Alhambra, 
Cal.; Birch-Smith Storage Co., Los Angeles, Cal.; Fidelity Fire- 
proof Storage, Los Angeles, Cal.; Norton Fireproof Warehouse 
Co., Inc., Los Angeles, Cal.; Pasadena Transfer & Storage Co., 
Pasadena, Cal.; Redman Fireproof Warehouse Co., Inc., Santa 
Monica, Cal.; Becker Storage Co., San Francisco, Cal.; Miller 
Fireproof Storage, San Francisco, Cal.; Haydae Transfer & 
Storage Co., San Diego, Cal.; Valley Van & Storage Co., Fresno, 
Cal.; Western Van & Storage Co., Berkeley, Cal.; Christie-Lam- 
bert Van & Storage Co., Seattle, Wash.; Star Commercial Mov- 
ing & Storage Co., Tacoma, Wash.; A. A. Star Transfer Co., 
Inc., Aberdeen, Wash. 

Each member continues to do business under his original 
name and there is no change in the ownership of the repsective 
institutions. 

The present activities of this group are confined to the 
development of reciprocal shipments. 

The Pacific coast warehousemen are desirous of interchang- 
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ing shipments with eastern warehouses. A central bureay js 
maintained to which all incoming and outgoing shipments ar. 
reported and each member of the group receives a bulletin every 
week informing him what movements have taken place. 

According to Mr. Sutton, there is no connection as an or. 
ganization with any forwarding company and these reciproca] 
warehouses are not interested in what medium the shipper uses 
in transportation of household goods, the plan being merely ty 
get the shipper to bill the shipment in care of one of the 
organization. members at the point to which he is shipping. 

Eventually, it is expected to have representatives in each 
of the principal cities of the United States and Canada. 


CHICAGO TRAFFIC COUNCIL 


At the monthly meeting of the executive committee of the 
Industrial Traffic Council of the Chicago Association of Con. 
merce, April 6, it was decided that the organization woulj 
participate in I. and S. 3718, involving export and import rates 
to and from south Atlantic and Gulf ports, hearing in which has 
been set for June. The rates are those published subsequent 
to the decision of the Commission in fourth section application 
2040, the council having been represented at hearings in that 
proceeding. 

Committee reports were received and transportation sub. 
jects of current interest discussed. Among the latter was 
Senate bill 3643, which proposes regulation of intercoastal water 
carriers. Because of differences among the members of the 
council, no action was taken. The subject of mileage rates and 
the program of the St. Louis Shippers’ Conference Association 
in that connection were also discussed. A meeting called by 
the St. Louis organization was held in Chicago the same day to 
formulate plans for a national organization or plan to put a 
stop the extension of mileage scales to the traffic of the coun. 
try. As there was no definite proposal under consideration, the 
Chicago organization decided to take no action at the time, 
the sentiment being that it should keep in touch with develop- 
ments. 













COMPROMISE TRANSPORTATION PLAN 


A compromise between government ownership and private 
ownership of the railroads, designed to assist the railroads out 
of their financial difficulties and protect the public, was pro- 
posed by T. H. Trelford, Duluth, traffic counselor, in an address 
before the West Duluth Commercial Club, April 1. He sug. 
gested that the government purchase the railroad rights-of-way, 
shops, and other structures and lease all this to railroad op- 
erating corporations under private management, regulated by 
the Commission. The operating organizations would supply the 
equipment, men, and management and, under proper legislation, 
be permitted to earn sufficient return to warrant their interest. 
At the same time, he proposed that proper arrangements be 
made for coordination of rail transportation with that of other 
agencies, with the rail facilities as the base of the operation. 
Neither politicians nor financiers would be allowed to dominate 
transportation under this arrangement, he said. 


STATEMENT OF OWNERSHIP 


STATEMENT of the ownership, management, etc., of THE Trarric Wort», 
published weekly at Chicago, Ill., for April 1, 1932. 

State of Illinois 

County of Cook e ; 

Before me, a notary public in and for the state and county aforesaid, 
personally appeared E. F. Hamm, Jr., who, having been duly sworn according 
to law, p Maa and says that he is the secretary and treasurer of the Traffic 
Service Corporation, publisher of THE TRAFFIC WORLD, and that the following 
is, to the best of his knowledge and belief, a true statement of the ownership, 
management, etc., of the aforesaid publication for the date shown in the above 
caption, required by the Act of f meen 24, 1912, embodied in section 411, 
Postal Laws and Regulations, printed on the reverse of this form, to wit: 

1. That the names and addresses of the publisher, editor, managing editor, 
and business managers are: Publisher, The Traffic Service Corporation, 418 
South Market St., Chicago, Ill. Editor, Henry A. Palmer, 1244 Forest Ave. 
Evanston, Ill. Business manager, Henry A. Palmer, 1244 Forest Ave, 
Evanston, IIil. 

2. That the owner is: The Traffic Service Corporation, 418 South Market 
St., Chicago, Ill., E. F. Hamm, Kenilworth, Ill., Wm. E. Eastman, Evans- 
ton, Ill., W. C. Tyler, La Grange, Ill., estate of C. J. Fellows, St. Paul, Minn., 
H. A. Palmer, Evanston, Ill., Edward F. Hamm, Jr., Kenilworth, Ill. 

3. That the known bondholders, mortgagees, and other security holders 
owning or holding 1 per cent ‘or more of total amount of bonds, mortgages, 
or other securiites are: None. 

4. That the two paragraphs next above, giving the names of the owners, 
stockholders, and security holders, if any, contain not only the list of stock 
holders and security holders as they ed upon the books of the company 
but also, in cases where the stockholder or security holder appears upon 
the books of the company as trustee or in any other fiduciary relation, the 
name of the person or corporation for whom such trustee is acting, is given; 
also that the said two paragraphs contain statements embracing affiant’s full 
knowledge and belief as to the circumstances and conditions under which 
stockholders and security holders who do not appear upon the books of the 
company as trustees, hold stock and _ securities in a capacity other than 
that of a bona fide owner; and this affiant has no reason to believe that any 
other person, association, or corporation has any interest direct or indirect 
in the said stock, bonds, or other securities than as so stated by him. — 

THE TRAFFIC SERVICE CORPORATION, PUBLISHERS, 
. E. F. Hamm, Jr., Secretary and Treasurer. 

Sworn to and subscribed before me this 29th day of March, 1932. 
Seal. E. Flinn, 
(My commission expires August 19, 1934.) 
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“BIG LEAGUE” INDUSTRY 
DEMANDS “BIG LEAGUE” 


FREIGHT SERVICE 


Chesapeake & Ohio furnishes that type of freight service 


H. G. McCausland, 
G. A. 
Lynchburg, Va. 


W. O. Sydnor, 
- @. F. A, 
Huntington, W. Va. 


Chesapeake & Ohio service is keyed in with the 
demands of the richest industrial section in the 
United States. The great wealth of natural 
resources along the Chesapeake and Ohio route 
has resulted in the development of great indus- 
trial activity here. 


Unsurpassed equipment, a fine roadbed, splendid 
loading facilities, and a personnel imbued with 
the spirit of service—these combine to furnish 
“Big League” freight service to thousands of 
shippers on the C. & O. road. 


Let the C. & O. freight agent in your territory 
co-operate with you. 


R. M. Brander, 
Richmond, Va. 


E. F. Kessler, 
Asst. to G. T. F. A. 
Cincinnati, 0. 


Thos. W. Atkinson, 
c. A 


Staunton, Va. 


CHESAPEAKE ed OHIO 


“The Road That Service Built’’ 
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Doings of the Traffic Clubs 





“Conservation of Our Natural Resources” was the subject 
of the speaker, Ernest Reiff, of the St. Paul Casket. Company, 
at a luncheon of the Transportation Club of St. Paul at the 
Hotel Lowry April 5. Entertainment was provided by the 
Minneapolis and St. Louis Railroad Quartette. 





There was an attendance of approximately four hundred 
at a “Minstrel Night” meeting of the Traffic Club of Newark 
at the Chamber of Commerce April 4. Soloists included James 
Donovan, New York Central; John F. Koons, Central of New 
Jersey; Frank Ebbinger, Lehigh Valley, and Robert L. Nixon, 
Newtex Steamship Company. William E. Savage, Southern 
Pacific, directed the program. The minstrel show was pre- 
ceded by a business meeting presided over by C. E. Tinney, 
president of the club. 





At the first of a series of meetings of the Fort Worth Traffic 
Club featuring Fort Worth manufacturers, Sam Ross McElreath 
spoke on “The Romance of Electrotyping” at the Blackstone 
Hotel April 7. The program was introduced by Charles G. Bat- 
ten, of the Chamber of Commerce. 





William P. O’Brien, whose portrait is herewith presented, 
was installed in office as president of the Junior Traffic Club of 
Chicago at the annual dinner of that 
organization the evening of April 7 in 
the Red Lacquer Room of the Palmer 
House. He was born and reared in 
Chicago and has been with the Illinois 
Central since his first job in the local 
office, serving afterwards in the general 
offices and as chief clerk to the com- 
mercial freight agent at Chicago, and 
finally as traffic representative in the 
Central Manufacturing District, which 
is his present position. He was vice- 
president of the club before his eleva- 
tion to the presidency. There were 
five hundred at the dinner, which was 
presided over by retiring President 
Walter Schulten. The speakers were 
Judge Henry Horner, of the probate 
court, a candidate for the nomination 
for governor of Illinois, who talked 
about simplification and the necessity for reducing the expense 
of government, and Alexander Carr, “Sage of La Salle Street,” 
who made an inspiring address on “Leadership.” At the speak- 
ers’ table were twenty-five guests prominent in transportation. 
Mr. Schulten and Mr. O’Brien both made brief remarks. 








Dr. G. G. Tunell, commissioner of taxes, Santa Fe, will 
speak on “Public Expenditures and Taxation” at a luncheon 
of the Traffic Club of Chicago at the Palmer House April 14. 





The Traffic Club of Philadelphia will have a dinner meeting 
at the Bellevue-Stratford Hotel April 11. Burton W. Marsh, 
traffic engineer, Philadelphia Department of Public Safety, will 
be the speaker. Moving pictures will be shown. 





J. R. Turney, vice-president, St. Louis Southwestern, will be 
the speaker at a luncheon of the Birmingham Traffic and Trans- 
portation Club at the Thomas Jefferson Hotel April 14. 





The Armstrong Packing Company, of which Douglas Dam- 
ron is traffic manager, held “open house” for the members of 
the Traffic Club of Dallas and their families April 7. Refresh- 
ments were served and there was music. 





The annual banquet of the Seattle Industrial Traffic Man- 
agers’ Association will be held April 20. 





The Portland (Ore.) Transportation Club will take a fishing 
trip to Triangle Lake, April 23. 





‘It is unthinkable that after people put billions of dollars 
into the railroads they will go on pouring other billions of 
public money into other forms of unbridled and unregulated 
competitive agencies, and aid them to destroy their first and 
largest transportation investment,” said John J. Cornwell, gen- 
eral counsel, Baltimore and Ohio, speaking at the annual ban- 
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quet of the United States Railroads Division of the Transports. 
tion Club of Toronto at the Royal York Hotel, Toronto, Marc) 
22. Mayor Stewart, of Toronto, welcomed guests of the ely 
from the United States, and John Duffy, vice-president, Lehig) 
Valley, introduced the speaker. The president of the clu), 
Charles Le Ferle, traffic manager, Robert Simpson Company, 
presided. 





Miss Virginia Griffin, whose por. 
trait is herewith presented, has beg 
elected president of the Women’s Tra. 
fic Club of Memphis, succeeding Migs 
Hazel Gunte, traffic manager of the 
Thompson-Katz Lumber Company. Mig; 
Griffin is secretary to the local agen 
of the Frisco Railroad, S. L. Oliver, 
and has held that position for the last 
twelve years. The club has voted to 
apply for membership in the Associated 
Traffic Clubs of America. Its last social 
function was a bridge and bunco party 
at the Hotel Gayoso, planned to assist 
in raising funds for the Mayor’s Relief 
Fund, and was reported as a great 
success. 








At a dinner meeting of the Women’s Traffic Club of Greater 
New York at the Fifth Avenue Hotel April 12 J. H. Butler, 
vice-president in charge of public relations, Railway Express 
Agency, will speak on “The Place Express Holds in the Field 
of Transportation.” Entertainment will be provided. 





R. L. Peterson, manager of the Kalamazoo branch of the 
Universal Carloading and Distributing Company, has bea 
named delegate to the meeting of the Associated Traffic Clubs 
of America at St. Paul April 27 and 28 by the Traffic Club of 
Kalamazoo. M. R. Musselman, Kalamazoo Vegetable Parch 
ment Company, has been appointed alternate. 





The Traffic Club of Kansas City held a luncheon at the 
Hotel Muehlbach April 4. At a luncheon April 11 the club will 
hear Professor Robert McGregor, who will present a “Scotch 
Laugh Program.” Other events scheduled for the month in- 
clude a “Stag Smoker” set for April 18 at the Steuben Club 
and a luncheon April 25, at which John R. Turney, vice-presi- 
dent, St. Louis Southwestern, will be the speaker. 





Claude Early Donaldson, the new president of the Transpor- 
tation Club of San Francisco, was born on his grandfather's 
farm in Mercer County, Pennsylvania, 
January 13, 1884. After completing his 
grammar and high school courses he 
Was graduated from Volant College, 
Volant, Lawrence County, Pennsylvania, 
in the spring of 1903. Early in 1904 
he moved to the Pacific coast and in 
the fall of 1904 joined the Southern 
Pacific Company at Sacramento, Cali- 
fornia, entering the local freight office, 
where he went through the usual rou- 
tine of a junior clerk, obtaining expe- 





rience in station operation. In Sep- 
tember, 1906, he left the Southern 
Pacific, moving to Seattle, where he 


entered the service of the Great North- 
ern as billing clerk at the Great 
Northern docks and later became re- 
vising clerk. In November, 1907, he 
resigned and returned to the Southern 
Pacific at San Francisco, entering the general freight office 
under the late G. W. Luce, then general freight agent. He Wa 
assigned to the tariff department, where he subsequently wa 
assistant chief of the department, rate clerk, and assistant t0 
the late Thomas A. Graham. In April, 1916, he left the rail 
road service, joining the staff of the Shell Oil Company ® 
traffic manager, which position he has held since that time 








At a luncheon of the Traffic Club of New Orleans at tle 
Tip Top Inn April 4 Major General T. Q. Ashburn, presidett, 
Inland Waterways Corporation, spoke on “Transportation Prob 
lems of the United States.” Robert EB. O’Rourke, president 
the club, presided. “I am no prophet, nor the son of a prophet 
said the speaker, “but as I look back upon the last fifteen yea! 
of our transportation existence, which has seen the zenith al 
the nadir of our railroad earnings, the growth of interior wal! 
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A RAILROAD has a hard time to be any- 
ater thing in the minds of most people except a 
res vast network of steel—a crawling line of black 
on the map. 

We have tried to make the Soo Line 
something different. We have tried to make 
it plain that we’re more than an impersonal 
shipping route. We have tried to make it plain 
that we’re a pulsing, living, human organiza- 
tion, made up of thousands of human beings 
like yourself. We have tried to make it plain 
that our entire service is founded upon the 
belief that only so far as we are able to make 
our organization such a living, human thing, 
does our service approximate the standard we 
have set for ourselves. 

Our clients—many of them have been 
with us over 40 years—tell us that we have 
succeeded in making these points plain to them. 

Sometime soon give us the opportunity 
to make them plain to you. 
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transportation, the development of our good roads, our pipe 
lines, and our airways, I can plainly see that the days of dom- 
inance of any particular form of transportation has passed away 
—never to come again.” No form of transportation could sur- 
vive unless it provides better and cheaper transportation, he 
said. 





At the monthly luncheon meeting of the Traffic Club of 
Atlanta at the Atlanta Athletic Club April 4, a resolution was 
adopted calling on Georgia representatives in Congress to “pro- 
pose, advocate, and adopt such measures as will assure safety 
on the public highways and equitable treatment of all citizens 
and corporations using the public highways for the transporta- 
tion of persons or commodities, or other methods of transpor- 
tation in connection therewith or in competition therewith.” 
The resolution declares that motor transport legislation by the 
states appears to be inadequate and unsuccessful and has re- 
sulted in serious inroads in the business and revenues of licensed 
merchants, railroads, and reliable and responsible motor trans- 
port companies. It provides that copies of the resolution be 
sent to each representative of the state in the national legisla- 
ture. E. R. Bardgett, general traffic manager, Western Maryland 
Railway, was the speaker at the meeting. 





Josh Lee, of the department of public speaking, University 
of Norman, was the speaker at a luncheon of the Oklahoma 
City Traffic Club at the Biltmore Hotel April 4. A dinner dance 
and bridge will be given at the Biltmore April 14. 





At the regular meeting of the Toledo Transportation Club 
April 4, Professor F. M. Dannenfelser, Vocational Trainimg 
School, was the speaker. Dinner was served, followed by a 
business meeting. 





In addition to T. M. Mulderig, president, the following have 
been appointed delegates to the meeting of the Associated Traf- 
fic Clubs of America at St. Paul by the Traffic Club of St. Louis: 
H. J. Dentzman, assistant general freight agent, C. & E. L.; 
H. S. Snow, traffic manager, American Zinc, Lead and Smelting 
Company, and F. D. Miller, assistant general freight agent, 
Illinois Central. 





At a meeting of the Metropolitan Traffic Association of New 
York at the Hotel Hermitage April 7, A. H. Elder, general 
counsel, Central Railroad of New Jersey, spoke on “Trucking.” 





At a “Bankers’ Day” meeting of the Traffic Club of Minne- 
apolis at the Nicollet Hotel April 7, Joseph Chapman, manager, 
Ninth District Reconstruction Finance Corporation, spoke on 
“The Reconstruction Finance Corporation.” 





The Traffic Study Club of Akron held a “general discussion” 
meeting at the A. C. & Y. Building April 4. A nominating com- 
mittee was appointed. 





“River and Canal Improvements and Who Pays the Cost of 
Transportation Service on Land and Waterways,” will be dis- 
cussed by Samuel S. Wyer, consulting engineer, Ohio Founda- 
tion for Utilities, Fuel and Transportation, Columbus, O., at a 
—a of the Traffic Club of St. Louis at the Jefferson Hotel 

pril 11. 





The weekly luncheon of the Traffic Club of Wichita was 
held at the Innes Tea Room April 7. E. G. Moriarity, vice- 
president, Derby Oil Company, was the speaker, 


APPROPRIATION FOR I. C. C. 


The action of the House committee on appropriations cut- 
ting the estimate for the Commission’s appropriation for the 
next fiscal year $1,533,231 largely on assumption that Congress 
would repeal the recapture provisions of the transportation act 
and thus relieve the Commission of a vast amount of work, 
was questioned when the independent offices appropriation bill 
was taken up in the House April 6. 

Representative Woodrum, in charge of the bill, explained 
that of the cut, $1,000,000 had been taken from the item for the 
bureau of accounts and $483,321 from the valuation department, 
and referred to the fact that the Commission had recommended 
repeal of the recapture provisions. 

Representative Hoch, a member of the committee on in- 
terstate and foreign commerce, said he trusted that action would 
not be based on any theory “that there is unanimity of opinion 
about repealing the recapture clause of the transportation act 
ab initio. There is very great difference of opinion in the 
committee .’ (The next day after Mr. Hoch made this 
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statement the interstate commerce committee voted to repeg| 
recapture ab initio.) 

In extension of remarks, Chairman Rayburn, of the inter. 
state commerce committee, made a plea for restoration 
the $1,000,000 cut from the item for the Commission’s bureay 
of accounts, contending that the money was needed for neces. 
sary work of the bureau apart from recapture considerations, 





Personal Notes 





A. G. Armstrong has resigned as assistant comptroller, 
Illinois Terminal Railroad, to engage in private business iy 
Washington, D. C. 

At a meeting of the board of the Southern Pacific Transport 
Company of Louisiana, a company recently organized to provide 
store-door pickup and delivery in connection with the Texa; 
and New Orleans Railroad, the following officers were elected: 
President, R. C. Watkins; vice-president, H. M. Moors; ‘auditor, 
G. R. Cottingham; secretary, F. W. Hopkins; treasurer, A. 
Capedevielle; assistant treasurer, O. M. Longnecker. H. M. 
Moors has been appointed general manager and Joseph Lallande 
has been appointed general freight agent. 

George W. Lyons, president of Gallagher and Ascher, Inc, 
was elected president of the Chicago Freight Forwarders and 
Customs Brokers’ Association at the fourteenth annual meeting 
April 6. He succeeds William F, Ulrich, who has held the office 
of president for the last three years. Other officers elected were 
C. A. Graser, of the American Shipping Company, who becomes 
vice-president, succeeding K. G. Baur, and William P. Naume;, 
of Naumes Forwarding Service, who will be secretary-treasurer 
and occupy the post held for the last six years by W. A. Woods. 
Members of the association presented a set of china to Mr. 
Ulrich, the retiring president. 

Promotion of Laurence F. Whittemore, of Pembroke, N. H, 
who since November, 1929, has been general representative of 
the Boston and Maine in New Hampshire and northern New 
England, to the post of general representative for the entire 
Boston and Maine system, has been announced by President 
E. S. French. At the same time President French made known 
that Joseph T. Gilman, who has been general traffic representa. 
tive, is named general representative in charge of the industrial 
and agricultural development bureaus of the road; and that 
Herbert L. Baldwin, who has been assistant publicity manager, 
becomes publicity manager, in charge of publicity and press 
relations. 

J. A. Scheuerman has been appointed assistant general coal 
freight agent, Baltimore and Ohio, at Cleveland. G. C. Bauer 
has been appointed coal freight agent at Cincinnati, succeeding 
Mr. Scheuermann. Charles M. Gosnell has been appointed as- 
sistant general coal freight agent at Baltimore, and H. H. Lee 
has been appointed traveling coal freight agent at Detroit. 

The position of general agent of the Virginian Railway at 
Chicago has been abolished. R. A. Yelton has been appointed 
general western agent and C. S. Forman has been appointed 
commercial agent, with headquarters at Chicago. 

The National Association of Waste Material Dealers’ Asso0- 
ciation announces the appointment of W. Fred Clark as mat 
ager of its traffic department, with headquarters in New York. 

Walter Bockstahler has been elected president, Atlas Freight 
Despatch, Inc., with office in New York. Victor Stern has been 
appointed freight traffic manager, with headquarters at Chicago. 

William J. Jackson, of Chicago, retired president of the C. 
& E. I., died this week of pneumonia at Biloxi, Miss., where he 
was spending the winter. He was seventy-two years old. He 
began railroad work in 1877 as an engine wiper in the shops 
of the Grand Trunk in Toronto, Canada, where he was born. 

H. E. Graham has been appointed assistant to the president 
and general traffic manager, Jones and Laughlin Steel Corpora 
tion, at Pittsburgh. 


GOVERNMENT “RELIEF” FOR RAILS 


If the railroads can “rustle around and get the necessary 
securities,” and will pay six per cent interest on money they 
have been paying from four to five per cent for, they can borrow 
enough to keep the sheriff away for another year, said Charles 
Barham, vice-president and traffic manager, N. C. & St. L,, il 
an address before the Watermelon Distributors’ Association, 4 
Louisville, April 8. He referred to a newspaper article which 
said that, after a series of conferences, “the president of the 
United States concludes that the railroads are not so badly off 
after all.” : 

“It is the opinion of the president,’ he said, “and his 
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advisers, that, through the medium of loans made by the Na- 
tional Credit Corporation, and by banks which may take ad- 
vantage of the increased discount privileges possible through the 
Glass-Steagall bill, it seems probable the railroads, by borrowing 
sufficient money, can operate this year and take care of their 
maturities. Perhaps, like some of us, you wonder a bit about it. 

“Suppose you are conducting a business which shows a 
steady loss because of unfair and unreasonable conditions of 
competition, over which you have no control. Suppose you have 
a mortgage on that business paying, say, four or five per cent, 
and about to fall due. Next, suppose the party responsible for 
the unfair competitive conditions which are gradually strangling 
you comes forward and offers to take over your mortgage, but 
only if you will increase the interest rate to six per cent and 
also give ample security.” 

He declared that the mounting cost of government and the 
growing burden of taxation were such as to demand immediate 
reform if business was to survive. 


CRATING OF FURNITURE 


Improvements in the crating of furniture by manufacturers 
and shippers, says a bulletin circulated by the Southern Rail- 
way, has resulted in a need for unusual care in uncrating ship- 
ments, if damage to the furniture is to be avoided. The circular 
gives instructions as to procedure to be followed in handling 
and uncrating the shipments, explaining that the methods out- 
lined have proved to save both time of the employes performing 
the work and the contents of the crates. 

“To avoid any possible trouble and delay in serving your 
trade,” it is stated, “and insure against unnecessary expense 
incident to damage, please permit us to suggest some protective 
measures that are necessary in handling and uncrating of this 
delicate property.” 

1. All furniture in crates should be handled in an upright position 
—bottom down, top up—or on its back. The reason for this is to 
protect against tearing the piece of furniture from its anchorage in the 
crate, which will surely result in damage. 

2. In loading and unloading, or removing from a double decked 
position, the crate should not be allowed to land on its corner or to 
= the car floor, platform, warehouse, or storeroom floor with 
orce. 

3. The bill of the two wheel truck with which the article is 
handled, or any other device, should not be allowed to enter between 
the slats or openings of the crate. 

* 
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4. To protect against damage in uncrating, your helpful coopers. 
tion in requiring your labor to completely remove the crate by Sawing 
the holding parts, will be of inestimable value in preventing damag, 
For example, to protect against the point of the saw entering th, 
crate: First, place the crated article face down, then saw the foy 
holding points of the back cross slats at the extreme corners of th 
crate close up against the corner posts of the crate frame; in this 
position the suspension strip can also be released by sawing; secong 
raise the crated article to its feet, top up, then saw the two strips 
screwed to the back of the furniture close up to the corner posts 
of the crate; third, the crated article is now free and can be with- 
drawn through the back of the crate. 


































CONSOLIDATION OF RAILROADS 


Russell B. Harrison, of Indianapolis, Ind., son of the late 
President Benjamin Harrison, in a letter to the Commission, has 
protested against allocation of the Monon to the Baltimore & 
Ohio. He said his father was very much interested in the Monon 
and that if he were alive he would object to its allocation to 
the Baltimore & Ohio. 


NEW COMPLAINTS FILED 


No. 24869. Sub. No. 4. Pawtucket Glazed Paper Co., Inc., Pawtucket, 
R. I., vs. New Haven et al. 
Unreasonable rate, .glay, Langley, S. C., 
Asks cease and desist order and reparation. 
No. l ex _ No. 3. Atlas Powder Co., Wilmington, Del., vs. C. & 

- et al. 

Unreasonable rates and charges, anhydrous ammonia, Belle, VW, 
Va., to Reynolds, Pa. Asks reparation. 

No. 25110. Downingtown Paper Co., Downington, Pa., vs. Pennsylvania, 

Rates, waste paper and scrap pulpboard, Bridgeton, N. J., to 
Downington, Pa., in violketions sections 1 and 3, undue preference 
alleged being in favor of other receivers of waste paper and pulp- 
board located on the Pennsylvania. Asks rates and reparation. 

No. _— Smith & Scott, Inc., Los Angeles, Calif., vs. A. T. & S.F. 
et al. 

Rate, wheat, Adnaw, Colo., to Los Angeles, Calif., diverted to 
San Diego, Calif., in violation section 1. Asks reparation. 

No. rp _ American Feed Co., Kansas City, Mo., vs. A. T. & 

- Be C Ql. ; 

Rates, animal feed (made of hotel and family garbage including 
linseed and cettonseed meal), from Kansas City to points in Kan, 
Neb. and other states, in violation of sections 1 and 3, the undue 
preference alleged being in favor of competitors shipping feed 
consisting of grain and seed products. Asks reparation. 

No. 25113. Northeastern New York Traffic Association et al., Glens 
Falls, N. Y., and Warrensburg, N. Y., vs. D. & H. et al. 

Class rates on various commodities produced in Glens Falls and 
Warrensburg, in pecans. sections 1, 2 and 3, undue preference 
alleged being for compe t required to bear branch line 
arbitraries. Ask rates for the future. 
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CAPITAL 


OF THE 
MID-SOUTH 


And one of that sec- 
tion’s greatest rail cen- 
ters... Anatural gate- 
way for a large portion 
of the south and south- 
west... Pre-eminent 
as an inland cotton 
market, as a hardwood 
lumber market. and as 
a producer of cotton 
seed products and mix- 
ed feeds... this is 





SOUTH 


Thru Arkansas and Louis- 
iana to New Orleans and 
the Louisiana Coast. 


SOUTHWEST 
Thru Arkansasto Houston, 
San Antonio, Mexico and 
intermediate pointss 


WEST 
To Little Rock, Dallas and 
Ft. Worth and, thru the El 
Paso gateway, to Arizona 
and Southern California. 


“A SERVICE INSTITUTION ” 


MISSOURI PACIFIC STAGES 


— Auxiliary to Missouri Pacific Lines —————— 


BUS SERVICE NORTH - SOUTH - EAST-WEST 
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Commercially im- 
portant in the south 
because of the advan- 
tages of climate and 
transportation facili- 
ties it offers to indus- 
tries locating here. 


A progressive city 
served by a fleet of Mis- 
souri Pacific freight and 
Passenger trains that 
follow the routes of the 
Sunshine Special, the 
Texan and the South- 
ern Scenic— 


NORTH 
To St. Louis and, by con- 
venient connection in St. 
Louis Union Station, the 
north and east. 


NORTHWEST 
Thru the White River Val- 
leyto Kansas City, Omaha 
and the Northwest and 
thru Kansas, Colorado and 
Utah to the Pacific Coast. 
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PORT 
ALBANY 


Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 
The richest producing population in the United 


States. 


The greatest consuming population in the United 
States. 








Harbor—30 ft. deep with 1,000 ft. turning basin; 


143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 


Accessible to 85% of world’s ocean carriers. 
Port District Railroad connecting with trunk rail- 


roads serves water front. 


Industrial Area—pavement, water, sewers, power 


and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, 


Albany, N. Y. 
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Nothing Is Too Awkward for Us to Handle 


Anything you can load at point of shipment, we can unload. There is nothing 
too cumbersome or unwieldy for us to handle. The illustration above shows 
@ typical case. These exceedingly long steel beams were just a simple, 
everyday job for one of our overhead traveling cranes. 

Whether goods come by rail, truck or barge, they arrive directly at our terminal. 
We forward them by any designated means, distribute them promptly, or store 
them, as you may desire. Whether goods remain with us an hour or a month 
or longer, they remain on the same skids on which we place them on arrival, 
and they ere not again re-handled until we load them for final shipment, 


Full details of our interesting service, together with rates, will be sent on 
request. 


MEAD JOHNSON TERMINAL CORPORATION 


J. D. Beeler, Vice Pres. and Gen. Mgr. 
1830 West Ohio Street Evansville, Indiana 





A : 
Mighty Fine 
Investment 


Good business years ago inaugurated 
the regular two-week sailing sched- 
ule of the American Mail Line Presi- 
dent Liners to the Orient. Shippers 
appreciate knowing just exactly when 
their merchandise will depart and. ar- 
rive. Excellent equipment both at dock 
and aboard ship assures you of the 
splendid care of your merchandise. The 
speed of President Liners has become a 


factor on the Pacific. Specify American 
Mail Line. 


A fleet of express Cargo Liners further 
augments this service to Japan, South China 
and the Philippines. 

For information, apply desk No. 6 
32 Broadway........cessccssee New York 
1714 Dime Bank Bldg. - 

110 So. Dearborn St Chicago 
Union Trust Bldg. Arcade Cleveland 
General Freight Office 
1519 Railroad Ave. So.........+-..Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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No. on jame Products Corporation, Indianapolis, Ind., vs. B, ¢ 

. et al, / 

Rates, hydrate me, from Speedway, Ind., to points in C. F, 4 
territory in viojedtion of sections 1, 3 and 4, the undue preferencg 
alleged being Gempetitors at Evansville, Ind., and Alton, Ill. Agkg 
rates and reparation. 

No. 25115. Arco Bag Co., Chicago, Ill., vs. N. Y. C. 

Rate, used bags, Potsdam, N. Y., to Chicago, IIl., in violation 
section 1 by reason of misrouting. Asks reparation. 

No. — Gay-Coétéman Construction Co., Ashland, Ky., vs. W. Ma, 
et al. 

Rate, contractors’ outfit, Laurel Bank, W. Va., to Olive Hil), 
Ky., in violation of—section 1. Asks order requiring waiver of 
alleged undercharges. 

No. 25117. Crown Iron Works Co., Minneapolis, Minn., vs. M. St. Pp. 
& S. S. M. et al. 

Rates, cast iron window frames, k. d., cast iron spandrels ang 
cast iron grilles, Minneapolis, Minn., to San Antonio, Tex., in viola. 
tion of sections 1 and 6. Asks reparation. 

No. gh Downingtown Paper Co., Downingtown, Pa., vs. Clinchfield 
et al. 

Rates, boxboard, paperboard and pulpboard, Downingtown, Pa... 
to Kingsport, Tenn., in violation of sections 1 and 3, undue pref- 
erence alleged being for cdmpétitors at Erie, Pa., Hopewell, 
Lynchburg and Richmond, Va., and Canton, N. C. Asks new rates 
and reparation. 

No. 25119. The Cromar Co., Williamsport, Pa., vs. A. C. L. et al. 

Rates, factory finished oak flooring, Williamsport, Pa., to vari- 
ous destinations throughout fhe Un ted States, in violation sec. 
tions 1, 2 and 3, by reason of higher classification ratings than 
other oak floorings. Ask reasonable rates and reparation. 

No. 25120. American Vitrified Products Co. et al., Akron, O., vs, 
Arcade & Attica et al. 

Rates, vitrified clay sewer pipe, fittings and wall coping and 
other clay products, straightt-or mixed carloads, points in Ohio 
to points in Pa., N. Y., N. J., Del., Md., Va. and D. C., and New 
England, in violation sections 1, 3 and 13, undue prejudice alleged 
being in favor of shipments from points of production in Pa. to 
interstate destinations and between points in Pa. Ask rates, 

No. 25121. Carl West, Delhi, La., vs. I. C. et al. 

Rates, horses and mules, points in Tex. to Meridian, Miss., in 
violation section 1. ~*sks—rates and reparation. 

No. 25121, Sub. No. 1. Marvin Owen, Delhi, La., vs. I. C. et al. 

Unreasonable rate and charges, mules and horses, San Antonio, 
ne to Ponchatoula, La. Asks cease ami desist order and rep- 
aration. ‘ 

oo 1 irae Chemical Corporation, Newark, N. J., vs. 

«ee Ew OF SL. 

Rates, deteriorated amokeless powder, Camp Perry, O., and 
Pig Point, Va., to Monmou Junction, N. J. Asks reparation. 

No. 25123. The St. Louis Live Stock Exchange, St. Louis, Mo., vs. 
Alton et al. 

Rates and charges, in connection with transit market privileges 
at National Stock Yards, IIl., on cattle, calves, swine, sheep, lambs, 
goats and kids, carloads, in violatiom—section 1. Asks rules and 
regulations that will result in reasonable rates and charges. 

No. 25124. Dewey Portland Cement Co., Kansas City, Mo., vs. A. T. 
& S. F. et al. 

Charges in violation sections 1 and 15, pofFtiand- cement, Dewey, 
Okla., to points in Tex. Asks rates and reparation. 

No. 25125. Globe Grain & Milling Co., Los Angeles, Calif., vs. San 
Diego & Arizona et al. 

Rates and charges in violation sections 1 and 6, wheat bran, 
San Diego, Calif., to Pomona, Calif., because of failure to apply 
milling in transit rates. Ask cease and desist order. 

No. 25126. A. C. Lawrence Leather Co., Peabody, Mass., vs. Penn- 
sylvania et al. 

Unreasonable rates, liquid quebracho tanning extract, Wilming- 
ton, Del., to Ashland, Ky. Asks cease oul Grae ager’ rates and 
reparation. 





Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic Worid. New assign: 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


April 11—Batesburg, S. C.—Examiner Davis: 
Finance No. 8982—Application Sievern & Knoxville R. R., Southern 
Ry., Carolina Div., and Southern Ry., for permission to abandon 
° a line of railroad between Batesburg and Perry, S. C. 


April 11—Jackson, Miss.—Examiner Archer: 
1. & S. 3646—Classification ratings on fruits and vegetables in west- 
ern territory. 
ee southwestern cases, and cases grouped there- 
with. 
19732—American Fruit Co., Inc., et al. vs. R. C. B. H. & W. R. RB. 


et al. 
22450—Mississippi Vegetable Shippers’ Bureau et al. vs. A. & R. 
R. R. et al. (and cases grouped therewith) (further hearing). 
|. & S. 3688—Vegetables with clipped tops from southwest. 
April 11—Columbus, O.—Examiner Rice: 
a =” on crushed stone, gravel, sand and slag within state 
oO oO. 
24597 (and Subs. 1 to 4, incl.)—Bessemer Limestone & Cement Co. 
vs. A. & B. B. R. R. et al. 
April 11—Washington, D. C.—Examiner Berry: 
1. & S. 3710—Classification rating on cabinets or lockers. 
|. & S. 3712—Classification rating on chairs. 
1. & S. 3711—Classification ratings on store or office fixtures. 
1. & S. 3709—Classification rating on crib springs. 
April 13—Argument at Washington, D. C.: 
19805—-Southern Creosoting Industries vs. A. G. S. R. R. et al. 
24426—Edgar Plastic Kaolin Co. vs. A. C. L. R. R. et al. 
23687—Architectural Tile Co. vs. A. C. L. R. R. et al. 
oer (and Sub. 1)—Trenton Potteries Co. et al. vs. A. C. L. R. B 
© 3 
April 14—Washington, D. C.—Examiner Oliver: 
Finance No. 3623—Excess income of Augusta Northern Ry 
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CALMAR LINE 


INTERCOASTAL SERVICE 


‘Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
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b 1360 Broad Street Station Bldg., PHILADELPHIA, PA. The On ly DIRE oT “p” 
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tl almar Steamship Corporation 
, in For information regarding rates, etc., apply to nearest office: 
MOORE & McCORMACK CO., INC., SWAYNE & HOYT, LTD., Agents 
Gen. Agts. Los Angeles, Cal., 410 Chamber of Com- 
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April 14—Argument at Washington, D. C.: 
24542—George F. Bates vs. T.-N. M. Ry. et al. 


April 14—Washington, D. C.—Examiner Sullivan: 

Finance No. 9109—Application of Pa. R. R. for a certificate to 
operate certain car ferries, etc. 

Finance No. 9110—Application of Pa. R. R. and G. T. W. Ry. for 
authority to acquire control of G. T.-Pa. Transp. Co. 

Finance No. 9111—Application of Muskegon Ry. & Navi. Co. for 
a certificate authorizing the operation by trackage rights over 
the line of the Pa. R. R. in Muskegon county, Mich. 

Finance No. 9112—Applictaion of G. T. W. Ry. for a certificate to 
— J line by car ferry between Muskegon, Mich., and Mani- 
owoc, s. 


April 15—Minneapolis, Minn.—Examiner Rice: 
15823—Duluth Chamber of Commerce vs. C. & N. W. et al. 


April 18—Washington, D. C.—Examiner Brennan: 
24990—Deford Co. vs. N. & W. Ry. 


April 18—Argument at Washington, D. C.: 
24570—Leslie Gamble et al. vs. Pa. R. R. et al. 
Finance No. 8692—A. V. I. Ry. proposed construction. 
—" No. 8715—Hutchinson & Northern Ry. proposed construc- 
ion. 


RICHMOND. VA. 


va Storers, Distributors and Forwarders 
of General Merchandise 
175,000 Square Feet Floor Space 
Sprinkled Buildings 
Southern R. R. Siding 20c Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 


Merehandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


CROOKS TERMINAL WAREHOUSES 


Storage and Distributing of Merchandise of Every Description 


FOR CARLOAD 
SHIPPERS 


es this informative booklet for your 
shipping department, free. Chock- 
full of valuable data, with many illus- 
trations and charts showing the Acme 
method of bracing carload freight for 
many kinds of manufactured products. 
It presents the complete story of Acme 
UNIT-LOAD, showing how it prevents 
damage and brings many real shipping 
economies. 
No obligation. Write today. ay 


ACME STEEL COMPANY 


General Offices, 2832-40 Archer Avenue 
CHICAGO, ILLINOIS 


Danavay Union Ciry 
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April 18—Washington, D. C.—Examiners Waterbury and Oliver: 
Finance No. 4338—Excess income of Potato Creek R. R. 
April 18—Washington, D. C.—Examiner Conway: 
Finance No. 3839—Excess income of Mississippi River & Bonn 
Terre Ry. 
April 18—St. Louis, Mo.—Examiner Archer: 
1. & S. 3720—Railway material in southwest. 
April 19—Argument at Washington, D. C.: 
23145—Arizona Woolgrowers’ Assn. et al. vs. A. T. & S. F. Ry, e 
al. (and cases grouped therewith). 
April 19—Washington, D. C.—Examiner Quimby: 
Finance No. 3671—Excess income of Chicago Heights Terminal. 
Transfer R. R. 
April 19—Cleveland, O.—Examiner Mattingly: 
1. & S. 3130 (part 11)—Stone, southwestern rates, and consolidated 
cases (adjourned hearing). 
April 19—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 13413 of W. S. Curlett, F. Van Um. 
mersen and B. T. Jones. 
April 19—Omaha, Neb.—Examiners Worthington and Walsh: 
17000, part 10—Hay rates within western district. Rate structure 
investigation (and cases grouped therewith). (Further hearing) 
April 20—St. Paul, Minn.—Commissioner McManamy: 
13413—-In the matter of automatic train control devices (petition of 
Nor. Pac. Ry.) (further hearing to permit Nor. Pac. Ry. to sub. 
mit evidence in support of said petition). 
April 20—Argument at Washington, D. C.: 
Finance No. 3764—Excess income of Illinois Northern Ry. 
— No. 3844—Excess income of Montana, Wyoming & Southern 
7. 
April 20—Chicago, Ill—Examiners Mackley and Hall: 
17000, part 7—Grain and grain products within western district and 
for export (and cases grouped therewith) (further hearing). 
April 20—Washington, D. C.—Examiner Warren: 
——. No. 4421—Excess income of Kelley’s Creek & Northwest- 
ern 
April 20—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 14551, filed by W. S. Curlett. 
April 21—Argument at Washington, D. C.: 
Finance No. 3733—Excess income of Ft. Worth Belt Ry. 
Finance No. 3829—Excess income of Midland Valley R. R. 
April 22—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 14524—Filed by J. E. Tilford, agent. 
Fourth Section Application No. 14646—Filed by F. A. Leland and 
A. C. Fonda, agents. 
April 25—Washington, D. C.—Examiner Curtis: 
25094—S. A. L. Ry. (L. R. Powell, Jr., and E. W. Smith, receivers), 
vs. Car. & N. W. Ry. et al. 


April 25—Washington, D. C.—Examiner Brinkley: 
Finance No. 4606—Excess income of C. W. P. & S. R. R. 


April 25-26—Argument at Washington, D. C.: 
12964—Consolidation of railroads. 
April 25—Kansas City, Mo.—Examiner Archer: 
1. & S. 3646—Classification ratings on fruits and vegetables in west- 
ern territory. 
ba Consolidated southwestern cases, and cases grouped there- 
with. 
19732—American Fruit Co., Inc., et al. vs. R. C. B. H. & W. RR, 
et al. 
22450—Mississippi Vegetable Shippers’ Bureau et al. vs. A. & RB 
R. R. et al. (and cases grouped therewith) (further hearing). 
1. & S. 3688—Vegetables with clipped tops from southwest. 
April 25-30—Kansas City, Mo.—Examiners Stiles and Parker: 
17000, part 9—Rate structure investigation, western district rates 
(and cases grouped therewith) (further hearing). 


April 26—New York, N. Y.—Examiners Hurley and Peyser: 
ae Or tae on vegetable oils in southern territory (adjourned 
earing). 


April 26—Washington, D. C.—Examiner Disque: 
1. & S. 3674—Unmanufactured tobacco in south. 


April 26—Washington, D. C.—Examiner Zeitz: 
Fourth Section Applications Nos. 2506 et al. 

April 27—Washington, D. C.—Examiner Glover: 

* Fourth Section Application No. 14624, filed by C. R. I. & P. Ry. 

April 27—Washington, D. C.—Examiner Woodrow: 

—— No. 3644.—Excess income of Brooklyn Eastern District Ter- 
minal. 

April 28—Chicago, Ill.—Examiner Johnson: 

* 1, & S. No. 3728—Classification rating on bill of lading forms. 

April 28—Washington, D. C.—Examiner Boat: 

* F. S. App. No. 14665—Filed by Agent Leland, for authority to estab- 
lish and maintain rates on petroleum oil and products from, to 
and between pojnts in Arkansas, Kansas, Missouri and Oklahoma, 
without observing the fourth section. 


REPRESENTATIVES wanted in every city of the United States 
and Canada to market our traffic management service. Interstate 
Traffic Company, Washington, D. C. 
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i From—Stamford, South Norwalk, Bridgeport 
QWieermanric _SOamecsow New London and Norwich, Conn. 
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Pier 31 E. R. NEW YORK CI 
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